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Lean Weight is what makes a motorcycle want to fall 
sideways. High Lean Weight makes the bike heavy 
in corners, so you have to go slow. Low Lean Weight 

lets it be light, responsive, and swift. The 
Norton 850 Commando has the lowest 
Lean Weight of any production superbike. 


Lean Weight is easy to measure — you can 

A feel it standing still. Sicaddle any bike, 
then lean it slowly to the right. You'll 
find most superbikes 

start feeling dangerously 

heavy just after they 

come off vertical. But 

you can lean a Norton 

way over on its side 
without any fear of 
dropping it. 


That’s low Lean Weight, 


one reason why 
Norton is the best 
handling superbike. 





New for 1975 — 

effortless electric starting, 
no-fade rear disc brake, 
conveniently positioned 
handlebar switches, 
short-throw left foot shift, 
hinged, lockable, extra- 
padded seat. 


E7 
Orion 


Commando 850 
with vibration-free 
Isolastic ride 


Norton 


Exclusive U.S. Importers and Distributors z “ = 
West of Mississippi River: Norton Triumph Corporation, 2765 E. HuntinglonD Dr, Duarte, Calif. 91010 - Phone (243) 359-3224 
East of Mississippi River: Berliner Motor Corporation, Railroad St. and Plant Rd., Hasbrouck Heights, N.J. 07604 » Phone (201) 288-9696 


Member Motorcycle Industry Council CIRCLE NO. 21 ON READER SERVICE PAGE. 
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Itching, 
chafing, 
rash, 


excessive perspiration, 
irritation, 


in the groin area, 


could be 


Jock itch 


Whether you're suffering from 


the bothersome symptoms, or Jock ai! 
Itch (Tinea cruris), you should be A) 

using Cruex® Medicated Spray-On i 
Powder. MEDICATED 


Cruex provides fast relief. It 
soothes itchy, inflamed skin. Ab- 
sorbs perspiration. Helps cushion 
against further irritation. And, 
because it’s medicated, Cruex is 
strong enough to help prevent the 
fungous infection that can develop 
when these annoying symptoms 
are improperly treated. 

Since Cruex is a spray-on 
powder: it penetrates into hard-to- 
reach places... you avoid the 
messiness of creams, ointments, 
and powders...and you eliminate A Z 
the pain of rubbing, dabbing, or = “> 
smearing on to sore, inflamed skin. 

Get relief—fast. Avoid embarrassing itch, too. 

With Cruex. Soothing, cooling Cruex. 


cruex 


Guaranteed to work, or your money back from the manufacturer. 


BY the makers of Desene? 
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3 At last, you can see more of the 1975 Honda motorcycles. It’s 
The Latest 1975 Honda an exciting group which includes the fabulous GL-1000 flat- 


Motorcycles Now in four tourer, the powerful two-stroke enduro-styled MR-175 
Honda Dealer Showrooms. and the great new TL-250 trials bike. We think you'll agree 


that waiting for them was well worth it. Somewhere in the new 
lineup, there’s a bike for you! 


New £h Hondacare” If you own a Honda motorcycle, you probably take pride in 
doing some of the routine maintenance yourself, and enjoy 
Prog ram introd uced. doing it. However, there are those occasions when you'll want 
to make sure your Honda has a professional check-up. When 
that happens, it just makes sense that the people who can take 
the best care of your Honda are the well-trained service per- 
sonnel at your nearby Honda dealership. After all, they care as 
much about your bike as you do. It’s just a part of what's called 
Hondacare*™And Honda Service departments are geared to 
have almost all the necessary parts on hand or readily available 
via Honda’s exclusive computerized parts ordering system. So 
whenever a Honda needs repair or maintenance, the best place 
to have it done is at a Honda dealership. For Hondacare! 


Honda Establishes In a continuing effort to keep abreast of the desires of the 


American motorcycling public, Honda has established a 
U.S. Resea rch and research and development center in the United States. Located 
Development Center. in California, the center will be manned by a special staff of 
engineers whose sole purpose will be to see that Honda products 

meet the needs and desires of American riders. 


New Hondaline Helmets New Hondaline™ helmets offering additional styles and a new 


z safety feature will soon be available at many Honda dealer’s. The 

Soon on Display. helmets meet or exceed all safety requirements of the United 
States Department of Transportation. One style is highlighted 
by distinctive sweeping red and blue striping on a white back- 
ground. Another is designed with gold and white stripes on a 
brown helmet. The stripes are more than just good-looking, 
however; at night they are highly reflective, giving the wearer 
safety plus styling. See these new Hondaline helmets soon. 


Honda Tri als Team Tops aS a formed Honda Trials team took first, second, third 
. z = and fifth places in the British-American Cup Trial in Patterson, 
in lis First Time Out. California. Leading the expert class scoring was Marland 

Whaley, foliowed by Mark Eggar, George Smith III and Joe 
Guglielmelli in fifth place. All were riding factory-prepared 
versions of the new Honda TL-250 trials bike available only 
at your Honda dealer’s. 


MR-175 and TL-250 are for off-road use only. Model availability may be limited. Racing may void some Honda warranties. 


CIRCLE NO. 38 @N READER SERVICE PAGE. 
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Generations 


® Young Man: Well, the Japanese have 
finally gone and done it with that GL-1000 
and the Suzuki Rotary, haven’t they. | 
mean the GL weighs 647 Ibs. and is cov- 
ered with what automobile people used 
to call, “features,” and while the Rotary 
doesn’t leave dents in the pavement it’s 
so complicated that your average guy 
can’t do normal maintenance himself. And 
on top of it all, the non-Japanese manu- 
facturers have been forced to try to dupli- 
cate some of the features. Like the Tri- 
dent—the last thing in the world the 
Trident, or the Norton for that matter, 
needs is an electric starter and a big 
increase in weight. All this technol- 
ogy—the traditional, sporting street mo- 
torcycle enthusiast has been abandoned. 

Old Man: | can understand how you 
feel—but take it from me: it’s all happened 
before. Progress, they call it. 

Young Man: What do you mean, it’s all 
happened before? 

Old Man: It has. When | was your age 
we had a lot of four-stroke singles, we 
had Vincents, we had Indians. Later on 
we had flathead Harleys. And then in the 
late Fifties bikes started showing up with 
electric starters and turn indicators, the 
Vincent was long-since dead, big singles 
were on the way out for keeps and two- 
strokes with their damnable exhaust haze 
were seen ring-dinging up and down the 
street. We felt then what you’re feeling 
now—abandoned. 

Young Man: Fair enough, except for 
one thing: the Vincent never was as good 
as people like you said it was, and not 
only that, bikes like the Kawasaki Mach 
3, and the CB-750 Honda, and the X-6 
Suzuki Hustler were genuinely better than 
the bikes they supplanted. They were 
faster, they didn’t leak as much oil, some 
of them even handled and a couple of 
them didn’t vibrate too much. The prog- 
ress that was made then was genuine 
progress—not just complication. And the 
bikes were fast and exciting, even if they 
were a little heavy and had a lot of elec- 
tronic doo-dah on them. But I look around 
me now, and what do | see? | see the 
Mach 3 civilized back to a faint replica 
of its initial self, | see the CB-750 with 
less power and soft clutch springs, | see 
the 750 Kawasaki Triple unable to turn 
a twelve-second quarter-mile, | see heavy 
Tridents and Nortons, and | don’t see any 
Triumph twins at all. 

Old Man: | think you’re being cruel. The 
4 





Vincent was a great motorcycle in its time, 
and a lot of us think it’s a great motorcycle 
today, even though it’s almost 20 years 
out of date. The singles back in those 
days may not have been as fast as road 
bikes are today, but they were light, they 
sounded like motorcycles are supposed 
to sound, and they gave you a chance 
to participate in their maintenance and 
well-being. They forced you to make a 
sacrifice or two, and the sport was much 
more of an adventure then than it is now. 

Young Man: Participate; you call it? | 
call it tolerate. Chains that stretched and 
broke, lights that flickered off more than 
they flickered on, hard rides, break- 
downs, flat tires, broken spokes, open-air 
lubrication systems, rigid rear ends. How 
can you compare those days with the 
late-Sixties, or the early Seventies? 

Old Man: Its a question of what you’re 
used to, | guess. Ride across country on 
a bike then, you had really accomplished 
something. Nowadays you drop yourself 
into the bore of a big Interstate and three 
days later you arrive at your destination. 
Might as well put a stamp on yourself and 
mail yourself to wherever you’re going. 
Not only that—there weren’t many of us 
bikers back then: maybe thirty, forty 
thousand. But now there’ve got to be 
about ten million or more motorcyclists 
in the country. It’ssharder to consider 
yourself a member.:.of a rock-ribbed 
minority when the minority is that big. 

Young Man: Do you think that the sheer 
number of motorcyclists has something 
to do with the kinds of motorcycles we 
can buy—or can’t buy—today? 

Old Man: Sure. Progress feeds on itself, 
and if the manufacturers want the market 
to grow, then they have to make progress 
as fast as ever they can. You can’t attract 
suburban housewives and work-a-daddy 
middle-class white-collar drones with oil 
leaks and vibration and quixotic electrics. 
While motorcycling is still more the trip 
than the destination, folks like to get 
where they’re going—clean, and on time. 

Young Man: Fair enough, but it seems 
that the street purists—the folks who con- 
tinue to buy bikes when the economy is 
tight, the folks who supported motorcy- 
cling through the dim days of the Fifties 
and the dimmer days of 1974 and 1975, 
are being forgotten somehow. That’s what 
bothers me. 

Old Man: | can see your point. But how 
about the Z-1 Kawasaki, the 750 Honda 


Super Sport and the 400 Honda Super 
Sport, the BMWs, the big Ducatis, and 
bikes like the RD-350 Yamaha? 

Young Man: l'Il grant you the BMWs and 
the RD-350 and the Z-1. But look what 
Honda has had to do to sport-up the 400 
and the 750: body-work, collector sys- 
tems, disc rear brakes, low handlebars, 
stuff like- that. It seems to me that bikes 
used to come sporty, stock and standard. 
Now their sportiness is like an overlay— 
the “Mustang 6 With the Racing Stripe” 
syndrome. Sportiness no longer seems to 
be inherent—it’s like an optional extra, 
and you can’t help feeling that its con- 
trived and manipulative. 

Old Man: How so? A low handlebar is 
a low handlebar, and Honda wouldn't 
have put one on the 400 unless they 
meant it. A disc rear brake is better than 
a drum rear brake, and rear-set foot con- 
trols are neater than the forward-mounts. 
You suspect that Honda is cashing in on 
a sudden cafe-esque fad. It would be just 
as cynical to accuse Kawasaki of cashing 
in on a performance fad, or Suzuki of 
cashing in on a reliability fad, or Yamaha 
on a handling fad. The manufacturers 
respond to the market-place. If they don’t 
they go out of business, just like Vincent 
did, or Indian, or Matchless. You can keep 
on making certain kinds of motorcy- 
cles—bikes built the way you want to build 
them, regardless of the desires of the 
market-place—but you'd better have a lot 
of your own money, because you aren’t 
going to make any. 

Young Man: You think that’s progress? 

Old Man: Depressing, isn’t it. But con- 
sider: you aren’t appalled that doctors 
don’t make house calls. You don’t miss 
wind-wings on automobiles, or houses 
built with real foundations. | miss them, 
because | remember them—just as | miss 
the exhaust note of a barely-muffled big 
single. But today’s generation of motor- 
cycle buyers have no first-hand recol- 
lection of a sky-clawing 500 Kawasaki 
Triple, or the way the first CB-750 Hondas 
accelerated, or the way the 650 Triumphs 
handled. Bikes like that, the way they 
worked, have been eroded away by the 
simple passage of time. You think motor- 
cycles today, the new ones, weigh too 
much, cost too much, have too many 
gadgets on them and are too. . . what? 
civilized. Your problem is that you re- 
member the way things were five or six 

(Continued on page 6) 
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For the expert 
road rider 


Rickman presents complete CR Chassis Kits 
for the Honda, Kawasaki & Triumph 


If you're a motorcycle enthusiast with 
substantial road riding experience, Rickman now 
offers you a degree of handling that will match 
your demonstrated riding ability. Tnese quality 
Chassis Kits are, quite frankly, not for the 


novice or the casual rider. 


If you've been through all the good i 
production machines available and you're | 
better than they are, then Rickman now gives | 
you the opportunity of converting your Honda, \ 
Kawasaki or Triumph into the world's finest \ 


handling road machine. 


FRAME Rickman frames have been 
thoroughly race proven on the toughest 
tracks in Europe. The frame itself is built 
of Reynolds 534 manganese 
molyodenum, nickel-plated throughout. 
Every joint is meticulously profiled, fitted 
and bronze welded for incredible 
strength and rigidity. You can tell just by 
looking, that every Rickman frame is built 
by hand and built with pride. 

You wont find all the usual gusseting 
you see on Hondas or Kawasakis. The 


Rickman frame joints are inherently strong; 
they dont need beefing up after the fact. 


SUSPENSION The Rickman suspension 
combines with the frame to form a 


remarkably stable, strong yet light chassis. 


The Rickman-engineered lightweight 
front forks and sliders are large diameter 
high tensile-strength steel. They reduce 
axial flex virtually fo zero. The Girling rear 
shocks are mounted to the most rigid 
swing arm in the business. 

Dead accurate chain adjustment 
is accomplished by means of 
an ingenious system that 










assures accurate wheel alignment. 
The frame and suspension are precision 
engineered and perfectly matched 
to give you razor-sharp response. In the 
truest sense of the term, these chassis 
respond to the rider's every command. 
Can you say as much for the Honda or 
Kawasaki you're now riding? 


WHEELS AND BRAKES All three Rickman 
CR Kits come equipped with Lockheed 
10" hydraulic disc brakes, front and rear. 
You stop as precisely and accurately as 
you go. Both brakes are mounted into 
aircraft quality polished alloy hubs (for 
reduced un-sprung weight) and rims. 
The kits come with Dunlop TT-100 (K-81) 
tires, the best rubber going. 


BODYWORK All the bodywork is 
engineered using the latest advances 
in aerodynamic technology. The 4.2 
gallon Grand Prix tank features a quick 
action alloy filler cap. Daytona-style 

> single seat and fairing 
> complete the machine's 
AV tue Cafe Racer lines. 
Kits are available 













in Orange (Honda 750); Lime Gren 
(Kawasaki Z-1); Blue (Triumph 
650-750 Twins). 


What we supply: Frame and swing arm 
e Fairing * Tank and seat » Tail « y 
Suspension and all components + Wheels 

e Tires * Brakes. 


What you supply: Engine with exhaust 
system, carbs and air filter e Stands » Oil 
tank and lines ¢ All electrics and wiring 
harness ° Side panels « Instruments, 
levers and cables. 

That's it. Everything bolts right on with 
standard tools. No welding, drilling or 
other modifications are necessary. You 
can do the job in a weekend. 

We also can supply fairings only, which 
bolt straight on to your stock Honda 750 
or Kawasaki Z-1, in black or white, and in 
full or half coverage versions. 

As mentioned earlier, these Kits can 
give you the best handling road bike in 
the world. As authentic European Cafe 
Racers, they feature limited steering 
clip-ons and redr set foot pegs. They 
are designed, therefore, for experienced | 
riders only. If you're that good, we may 
have your ultimate motorcycle. 

Distributed in the U.S. by Vetter 


Fairing Co. 
Vetter 


The first to do it right. 


Vetter Fairing Company, subsidiary of 
Vetter Corporation, Rantoul, Illinois 61866 
(217) 893-9300 


MJA 


Specifications subject to change 
without notice. 
© 1975 Vetter Fairing Co. 








Our 26th inspection. 
Yours! 


Check out a Bell Helmet. — 
When your head’s on the line, 
you want to be sure you're mak- 
ing the right decision. 

All Bell Helmets are hand- 
made units, produced under 
super-strict quality control pro- 
cedures. There are 25 formal 
inspection stations at the fac- 
tory, plus additional spot checks 
throughout manufacturing. Any 
helmet component with even 
the slightest safety flaw is 
destroyed. 


You'll see the quality in every 
Bell Helmet, like the Super 
Magnum®, for example. Hand- 
laminated, satin-weave, impact- 
resistant fiberglass shell; non- 
resilient polystyrene foam liner, 
with extra padding around the 
ear and neck areas. And feel 
that comfortable, durable brush- 
ed nylon covering, then try one 
on for size, We fit anyone from 
6142 to 7% — perfectly. 

Make that 26th inspection now 

. at your motorcycle dealer. 


THE HEADPROTECTORS 








Bell Helmets Inc. - member AMA, MIC and the Safety Helmet Council of America. 
CIRCLE NO. 43 ON READER SERVICE PAGE. 


MOTORCYCLISTS! . 
VAN and PICK-UP OWNERS! 
send for 


ae 
_ ARMSTRONG 
Tires 
j i Chuck full of off-road, 
camping and touring 
items for you and your 


truck. The greatest 
selection of wide 
wheels, tires, roll bars, 
portable sinks, cook- 
ing stoves, and much, 
much more are 


9201 CALIFORNIA AVE. SOUTH GATE, CA. 90280 
(COPY RIGHT 1975 DICK CEPEK,INC. 








CAFE RACERS! 


— 
RACER I REAR SET KITS 


Allows rider lower tuck-in profile behind 

your RACER 1 Fairing for wind cheating 

Performance. Precision machined for quick- 

easy installation. For all popular machines. 

Specify model when ordering $75.00 per set 
SEND $1.00 FOR NEW CATALOG 


g_DEALER INQUIRIES INVITED 


DICK? S CYCLE WEST 


304 Agostino Road 
San Gabriel, Ca. 91776/(213) 287-9656 





EDITORIAL Continued from page 4 


years ago. Few others who buy bikes have 
that kind of experience. For most of the 
modern street-bike-buyers, the motorcy- 
cling past extends backwards only a cou- 
ple of years, and bikes you remember with 
reverence are looked upon by them as 
benign curiosities . . . just as you look 
on bikes like the Vincent and the Panther 
600 single. An old man’s jewel, don’t 
forget, is a young man’s clunker, and it'll 
be that way until progress stops. 

Young Man: All right. | can go along 
with that. But what makes the situation 
all the drearier is, motorcycling seems to 
be entering some kind of off-road Golden 
Age. Look at what the enduro rider or 
motocrosser can buy: YZ-125 and 250 
Yamahas; Can-Am 125s, 175s and 250s; 
Pentons of all different shapes and sizes; 
a couple of high-intensity Montesas; 
Huskys and CR-Hondas; solid, purist trials 
bikes from the Continent and Japan; two 
Maico Qualifiers and some OSSA Super 
Pioneers and some Bultaco Fronteras. 
The off-road purist is rolling in perfor- 
mance motorcycles! Look at his choices! 

Old Man: Well, it’s about time, isn’t it? 
They used to have to put up with con- 
verted street bikes of one kind or another, 
or DT-type Yamahas and Suzukis. The 
off-roaders deserve to have a Golden 
Age. And don’t forget, it didn’t happen 
without a reason. 

Young Man: What reason? 

Old Man: In a word, motocross—it’s 
been a sport for the times, and it’s both 
revived the interest of the established 
European manufacturers and induced the 
Japanese to press forward with all due 
technology. From motocrossers have 
come the purebred enduro rockets—you 
know, motocrossers with lights and 
mufflers. Even Honda has a Euro- 
pean-style enduro now—the MR-175. 

Young Man: | wonder if the street rider, 
who you must agree is the backbone of 
the sport, will ever have another Golden 
Age of his own, like the one at the tail-end 
of the Sixties. You remember? The 
three-cylinder Kawasakis, the four- 
cylinder Hondas, Sportsters with steam, 
Triumph and BSA triples, bikes like that. 
They were all new then, and competing 
with each other for King Meanie. 

Old Man: Of course. These things are 
cyclical, and as soon as the industry gets 
over the emission control hump (which 
has meant more displacement, and con- 
sequently more weight) I think you’ll once 
again see the kinds of motorcycles you 
remember from the late Sixties. Purist 
street bikes. Norton-Triumph has a four- 
valve twin that makes 96 bhp in race trim 
and probably over 75 for the street. Ka- 
wasaki will introduce a 1000cc, disc- 
rear-brake Z model shortly, and Yamaha 
is supposed to have some new street- 
burners as well. Sooner or later less will 
become more, the Japanese will invent 
the shock absorber, and the street rider’s 
Golden Age will be upon us. It’s only a 
matter of time. 

—Cook Neilson 
CYCLE 





LeatherMates by Bates—where it’s at when you're riding and. 
New. when you arrive. With cut and features for both riding comfort 
Hag and good looking street wear. 
One glance tells you how smart and practical these Leathers 
B are. They’re available in standard sizes for men and women... 
ca es eliminating the wait so often necessary with custom Leathers. 

LeatherMates get the same attention to quality and detail that 
d goes into famous Bates Custom Leathers. Each hide is carefully 
eg er F5 | eS! inspected, then hand cut for proper color matching. And wait 
till you feel the specially tanned soft, glove-like leather... 

pure pleasure. 


T H So get it on now with your own LeatherMates. Send $2.00 for 
The exciting full-color Catalogs of Leathers and Accessories. Get the whole 


“NOW look” in Leathers. story, including how and where to order! 









Concealed _ J 
wind flaps. 4- 





Zippered ee 


sleeves. CLASSIC 





į Pants 
| available in 
’ matching colors. 





ALL-PRO 





Action-back 
tailoring. 





LEATHERALLS 
Suits in 

1- or 2-piece 
styles. 









‘ae WESTERNER 


SAFARI j 7 available. 
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WINDBUSTER 


BATES INDUSTRIES, INC. 
Box 240-CM, Long Beach, California 90801 
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Letters. 


Abuse 


Motorcycle tests are an important 
function of your great publication, but to 
be worthwhile they must be conducted 
in a manner for which the specific motor- 
cycle was created. What! mean is: enduro 
bikes should be tested under enduro 
conditions, trials bikes under trials, etc. 

But damn, since when are touring mo- 
torcycles tested on a drag strip???? 

Mr. Honda spends 5 years creating the 
GL-1000, a bike with so many advanced 
goodies, other manufacturers should sit 
up and take notice. A machine so quiet, 
vibration-free, with a configuration de- 
signed for long distance touring. And how 
do you test it. . . at the drag strip. Were 
| in charge of American Honda advertis- 
ing, you would have to go back to school 
to get a crack at some. 

I’ve followed the tests of other touring 
cycles you have done, and each time 
they’re under speed conditions. That’s 
fine for the Z-1 and the 90/S models, but 
the 90/6 and the Guzzi should have been 
3000 to 6000 mile runs with touring packs. 
Buyers are interested in handling, depend- 
ability, comfort, and those items a tour- 
ing rider encounters. With a national 
speed limit of 55 mph, who in hell cares 
how fast a bike can go? Only pimply-faced 
hot-wire artists have no feeling for a ma- 
chine. How do you excuse tearing out a 
clutch on the big Honda? Just when would 
a tourer put the bike to this torture? 

Al Henning 
Chatsworth, California 

The drag strip is just like the dynamom- 
eter, Mr. Henning. It’s a tool that can help 
us quantify certain performance charac- 
teristics. It can, in the case of the GL- 
1000, enlighten us in the regard of pass- 
ing performance, moderate-to-high- 
speed stability, severe brake usage, 
transmission effectiveness under duress, 
clutch toughness, etc. The drag strip can 
tell us—and our readers—a lot about a 
motorcycle in a short period of time. 

That the GL-1000 wrecked its clutch at 
the drag strip says more about the clutch 
than it does about Cycle’s test procedure. 
Honda had been aware of certain defi- 
ciencies in the GL’s clutch before the test 
started, and when the 1000 incinerated 
its plates Honda had a redesigned set— 
which will be used in all further production 
models—ready to go. 

Six thousand mile trips are neat. Sixty 
thousand mile trips are neater. But few 
publications, including Cycle, have the 
time to put more than a couple thousand 
miles on a test machine before it must 
be returned and other tests initiated. We 
must therefore find out as much about 
a given test bike as rapidly as we can, 
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and in that pursuit the drag strip has been 
and will continue to be exceptionally use- 
ful. What did we learn about the GL-1000 
at the strip that may be useful to potential 
buyers? We learned that the bike—despite 
its unseemly weight—is remarkably fast, 
which bodes well for its heavy-load tour- 
ing capabilities. We learned that its trans- 
mission will probably not give trouble, and 
that its brakes are way above average. 
We learned that it retains stability at 
speeds in excess of 100 mph, which is 
useful to a lot of motorcyclists even if it 
is not useful to you or those you consider 
average tourers. We learned too that per- 
haps the GL-1000 has appeal (based on 
its performance) to non-touring-purists, 
and we were able to discover first-hand 
why Honda redesigned the clutch. 

The implication one draws from your 
letter is that you suspect all testing on 
the GL was done at the drag strip. Not 
so. In fact less than 10 of its total test- 
miles were logged at the strip. The rest? 
Out on the road, of course. —ed. 


A.M.A. 

Ed Youngblood’s letter in the February 
Cycle made me snicker with delight. Such 
defensive outbursts are not those of an 
association secure in the knowledge that 
the best possible job has been done, and 
is being done. In terms of potentialities, 
in light of what could have been done, 
what needs to be done, the AMA has 
actually accomplished little to aid the 
sport of motorcycling. 

AMA communications are so loaded 
with nonsense and indignities (especially 
concerning environmental issues), calling 
anyone perceived as a threat vicious 
names instead of working towards con- 
structive dialog, that | throw them out. 

Maxwell Sneed 
Cucamonga, California 


Send-Up 
Your magazine is the only motorcycle 
publication that sends me to the dictio- 
nary. Thanks. 
John Amidon 
(no address given) 


Brelsford 

| enjoyed your editorial “All Climb and 
No View,” in the February issue, but with 
much sadness after learning of Mark 
Brelsford’s retirement. 

I've been following the racing scene 
since the days of Johnny Spiegelhoff, 
Chet Dykgraaf, Paul Goldsmith, Bill 
Tuman and the late Billy Huber to name 
a few of the greats in those days. 

Watching Mark come up through the 
ranks | immediately put him in the class 





with Resweber, Leonard, Markel, Mann, 
Nixon and the other greats. 

Had it not been for his severe injuries 
I’m sure Mark would have gone on to be 
the greatest of them all. 

We will all miss him this year on the 
National circuit. 

Dan Huber 
Milwaukee, Wisconsin 


Shaking and Leaning 


| think that Kawasaki does a real dis- 
service to the consumer by printing a 4.7 
gallon gas tank capacity for the Z-1. | own 
a '75 Z-1 and twice have run completely 
out of gas, including shaking the bike and 
leaning it over on its left side. On both 
occasions the bike took only four gallons 
of gas. Nit-picking? Perhaps, but a good 
ride minus .7 gallons makes for an awfully 
long walk. 
Michael Rich 
Toledo, Ohio 


Z1A or B? 

Being the owner of a’75 903 Kawasaki, 
| read Cycle’s January road test of the 
bike with special interest. In keeping with 
your magazine's established profes- 
sionalism, objectiveness, and accuracy, 
the test was very well done. | agree with 
your views on the 903 from your compari- 
son of the bike to GM’s Corvette down 
to your opinion of the new colors. | did no- 
tice, however, one slight error (I think). 
Throughout the test you referred to the 
"75 903 as the Z1-A. My owner’s manual 
(with all its misspellings and inaccuracies 
i.e. chain oil pump) and my warranty card 
label the machine the Z1-B. Is Kawasaki 
selling a different model in California than 
in Michigan (unlikely), or is my owner’s 
manual wrong again? 

Fred Schmid 
Otsego, Michigan 

No—we’re wrong. Or more accurately 
our correspondents at Kawasaki were 
wrong. We called and asked. They told 
us, “Z-1A.” Z-1B is correct. Kawasaki 
sends their apologies. —ed. 


Up An Inch 

| don’t know much about cycles, or how 
they work. Last year | bought a SL175 
Honda. My problem is this, | can’t pop 
a wheelie, and after my cycle gets a little 
hot | can’t even get the front end off the 
ground an inch! At first, before it gets 
warm, | can get it up an inch or so, and 
that’s it!!!! | love to ride motocross, and 
without this excitement | feel lower than 

the guys | ride with. 
Matt Shininger 
Willard, Ohio 

(Continued on page 124) 
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Newport 


Alive with pleasure! 


Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 
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Available in 28 oz. spray gun container 
and 64 oz. refill wherever you buy auto 
parts and accessories. 
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Tips 


A Gripping Tale 


® Every motorcyclist from street to dirt 
has had to change the handlebar on his 
bike. Be it for comfort, looks or repairs 
we all come across the problem. Chang- 
ing the bars is no big hassle, but getting 
the left hand grip off can be. 

In most cases, it is glued on so securely 
you could spend some time and sweat 
trying to twist it off by hand. 

There are two methods | would like to 
suggest. First, remove the handlebar from 
the bike. Take the bars to your local mo- 
torcycle shop or gas station, etc. and ask 
to borrow their air gun. After removing 
the twist-grip, place the air gun in the right 
side of the handlebar. Place your hand 
or rag around the opening and air gun 
nozzle so little or no air escapes. Some 
handlebars come with extra holes for the 
wiring. If this is the case, securely cover 
these holes with electrical or masking 
tape. Have someone grab the left grip and 
twist and pull at the same time you apply 
the air. The grip will pop right off. 

If such facilities are not available, a 
simple at-home method is the following: 

Fill a large pot with water and bring to 
a boil on your stove. Submerge the left 
grip into the boiling water for about fifteen 
seconds. Remove the handlebar from the 
water and by this time the grip should 
have expanded and the glue loosened 
enough for easy removal with a rag. 

These two easy methods can save you 
the expense of cutting your old grips off. 

Philip A. Florio 
Woodbridge, Virginia 


Honda This and That 

You've got a Honda and every time the 
sidestand sinks into the asphalt and the 
bike falls down, you break the switch lever 
mount casting and they only come as a 
complete unit and cost about $16.00—is 
that your problem, Bunky? Simple solu- 
tion—separate the lever mount from the 
electrics. Buy a lever mount for a SL-175 
(part +#53172-283-010) or MT-250 
(53172-310-010), and slip that on the 
handle bar. Then do it crude by cutting 
the lever mount from the old casting, or 
neat by also buying the switch casting 
from a SL-175 (35250-315-671)—you just 
use the lower half. When you install your 
new lever mount don’t over-tighten the 
pinch bolt—you want it to swivel away 
under impact. This whole business will 


work on most models through 1975. The 
newer ones with electrics courtesy of the 
DOT may need some extensive modifi- 
cations. 

On disc brake models, keep the pinch 
bolts loose enough so the master cylinder 
unit swivels on the bar. 

Bosch V.W. horns work just dandy for 
more noise with minimum hassle. They 
bolt right on most bikes in the existing 
location, and don’t draw enough current 
to require a relay. Last a long time, too. 

‘Do a neater job of repairing wiring by 

covering splices with teflon heat-shrink 
tubing. This handy stuff comes from elec- 
tronics supply houses, usually in 3 foot 
lengths. The size you probably want is 
the %’’. Just slip a short length of it over 
the spliced area and heat it with a match. 
The tube will shrink right down, resulting 
in a mechanically strong, weather-tight 
joint. If you do the whole job right, the 
splice is barely fatter than the wire itself. 

If you’ve got one of the Honda trail bikes 
with quick-detach lights (and you’re 
always not so quickly detaching them), 
make life easier: 

a) Solder or glue the washers to the 
nuts and bolts you’re always remov- 
ing. You cut in half the number of 
things you can lose in the dirt. 

b) Put some tape or a cable-tie around 
the speedo and tach cables just 
below the knurled nut that always 
drops down to the bottom of the 
cable so it won't. 

c) If you haven’t already thrown away 
the rear turn signals, use a 6mm bolt 
instead of that phillips head screw 
to mount them. (If you’re really com- 
pulsive, machine a little tapered 
sleeve to go between the bolt head 
and the countersunk hole in the 
mount). 

d) When the plexiglass windshield on 
your Vetter Windjammer breaks (they 
all do, unless Craig has finally rede- 
signed something) don’t pay the $35 
for anew one (sorry, Craig). Instead, 
get a $10 hunk of Lexan from your 
local plastic supplier and work out 
for an hour with jig-saw and drill. 
(Use the old shield for a template). 
Lexan is the stuff used for bullet 
proof windows and it will not break. 

Tom Papanek 
Burlington, Massachusetts 
CYCLE 


YAMAHA 
MONOCROSS 
EXPLAINED. 








Or why one big shock absorber is better 
than two small ones. 











Yamaha Monocross is really much 
Its a new kind of motocrosser. 


than you ever have before. 


Monocross = more travel. ] kick in the pants. It costs you time. 











power—on the ground. 








When your bike hits a bump, 
conventional shock absorbers let the 
rear wheel travel about 3-3/4 inches. 
After this travel is used up, the bike's 
rear end starts traveling toward your 
rear end. This costs you more than a 


After about 3-3/4 inches of 





Because when the rear wheel leaves 
the ground, so does the power. 

By mounting the Yamaha Mono- 
shock at 75° from the vertical, we 
increased the travel of the rear wheel 
to more than 6-1/4 inches. This 
helps keep the wheel—and the 





Equally important, this longer 
travel means there's much less 
chance you'll perform the spectacular 
and much-dreaded “endo:’ This 
explains why Monocross riders can 
keep the throttle on when others are 


backing off. 





Yamaha Monocross. By 
mounting the shock 









absorber diagonally, rear 
wheel travel is increased to 
6-1/4 inches. Result: Your 


travel, the shocks bottom. 
Result: Your rear wheel 


leaves the ground. You lose 
speed. You may even lose 
control. 


Spring. (Available in three different weights.) 


Piston rod. 


rear wheel—and your 
power—stays on the 
ground. 


Piston. (Metered hole 
controls oil flow.) 





Monocross=better damping. 








Yamaha Monocross isn't just a 
longer shock absorber. Its a better 
shock absorber. In addition to con- 
ventional oil damping, the Yamaha 
Monoshock utilizes a pressurized 
nitrogen chamber. Under compres- 
sion, the oil displaced by the piston 
rod exerts pressure against a flexible 





rubber membrane. Which exerts 
pressure against the nitrogen. 

As the shock dyno curve shows, 
the compressed nitrogen acts like a 
second spring inside the shock ab- 
sorber. The Monoshock is able to pro- 
vide damping under conditions 
where conventional shocks cease to 
function. But this is just one of the 
Monoshock’s beauties. Some others: 








Typical ei 
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more than a new kind of shock absorber. 
A motocrosser that lets you ride faster 
Let us explain why: 








Monocross =Yamaha. 


Someday, all offroad motor- 
cycles may have a Monocross-type 
suspension. Right now, however, it is 
standard equipment only on the 
Yamaha MX 250, MX 400, YZ 125, 
YZ 250, and YZ 360 motorcrossers. 
Right now, riders of these machines 
have a distinct advantage over all 
other riders. That may be unfair. Or 
it may be progress. 


Monocross= better rede: | 











With two separate shock absorb- 
ers, you get two separate responses 
to every shock. One shock absorber 
compresses more than the other. 
Your rear wheel is out of line with 
the rest of the bike. While youre try- 
ing to steer the bike through a turn 
or over whoop-de-doos, the rear 
wheel is trying to steer you into 
the woods. 

With Yamaha Monocross, the 
rear wheel is supported by an ex- 
tremely rigid triangular swing arm. 
Instead of two wobbly shock 
absorbers. So the rear 
wheel is always in line. 


Conventional dual 
shocks. Rough surfaces, 


fast cornering, or hard — 
braking can make the - — $ 
rear wheel wobble out™ 
of line. Result: Your 
bike doesn’t want to go 
where you want it to go. 























Yamaha Monocross. And you spend less 
An extremely rigid i time fighting the 

triangulated swing arm- — adf bikeand more 

holds the rear wheel H 5 ae 

in perfect alignment time fighting the 
with the frame. Result: competition. 

Your bike goes where 

you point it. 
Flexible 


rubber membrane. 







Base valve. 
(Under pressure, oil 
flows through metered 
hole. As pressure 
increases, leaf springs 
open auxiliary holes.) 
1. You can make your Yamaha 


2. When you sit down on a 3. Nitrogen pressure also pre- 





Monocrosser ride stiffer—or softer— 
just by having your Yamaha dealer 
change the pressure in the nitrogen 
chamber, a relatively quick, simple 
operation. (If you're determined to 
tinker, you can further fine-tune the 
suspension by changing the strength 
of the spring or the viscosity of the 
oil, just as on conventional shocks.) 


Yamaha Monocrosser, the nitrogen 
pressure keeps it from sitting down 
onits suspension so youcan use all the 
Monoshock’'s extra travel for racing. 


vents air from getting into the shock 
oil. Which prevents foaming. Which 
prevents your suspension from losing 
its damping halfway through a moto. 


When you knowhow theyte 
built, you'll buy a Yamaha. 


CIRCLE NO. 23 ON READER SERVICE PAGE. 

















If you’ve dreamed of own- sr 
ing a sweet- -handling di 
that’s also street legal, ' 

up. The Hodaka (0) 

- Trail 100 can be yo 
cometrue. — 
Our trail- riding enginee 
inno way compromised H 
daka’s famous off-road ha 
dling to achieve street legality. 
That’s what makes Hodaka’ Si 
new 100 so surprising. The 





Road Toad Trail 100isall from Hodaka. For free litera- _ 
Hodaka in the rough, offering ture and your dealers name 


Hodaka’s legendary tough- 
ness and reliability—yet it’s 
street legal with features as 
up-to-date as tomorrow: 
Automatic oil injection, 
primary kick, reed valve in- 
duction, enduro set odometer, 
26mm Mikuni carb, competi- 
tion Alumiferic cylinder, plas- 


by veteran trail riders, investi- 


eel noel E 


gate this exciting new model 


callthe 800 telephone nu mber. 








Super Combat Dirt Squirt Super Rat Handlers 
125 100 100 


Road Toad Thunderdog Combat & Wombat 
100 250 125 


(Mid-1975) 


gs = 7 


tic front fender, 2.8 gal. fuel % 
tank conical front uuo e ` 
oke: 


FREE TELEPHONE 
NO. 800-547-8120 
Call this number for the 
name and address of 
your nearest Hodaka 
dealer. Or check the 


Yellow Pages or write @. sR 
re 


PABATCO, Box 327, 
Sherman Road, 
Athena, Oregon 97813. 


Canadians: Gemini Ind., 
Vancouver, B.C. 


Australians: Sport & Road Pty., Ltd., 


Box 209 S. Melbourne, 3205 


CIRCLE NO. 29 ON READER SERVICE PAGE. 


Hodaka Road Toad 
100 









Seven vacations 
for the price of one. | 





When you vacation in beautiful Nova Scotia, you get more 
vacation then you bargained for. 

Of course, you get all the things we’re famous for. 

Like our incredibly I-o-n-g coastline, all the friendly people you 
can shake hands with, and a history lesson on practically every 
corner. 

But you also get a totally new kind of holiday. It’s like seven 
vacations in one. 

To begin with, six of them take you through our countryside, 
because they're thoughifully-planned, carefully marked holiday 
trails. That makes for great drives, interesting side trips and 
endless exploring. 

One day you'll roam the craggy mountainous hills of Cape 
Breton. The next day you’re on the beach near Peggy’s Cove. 
With lots of time left to see the classic churches on the Evangeline 
Trail, and do a Scottish fling in Antigonish. Not to forget the golf 
and salt water sport fishing that are waiting at our secluded resort 
parole. The Lighthouse 

Then comes the seventh part of your vacation. In our famous Route. 
port cities, Halifax and Dartmouth. 

Seafood that’s out-of-this-world, at prices that aren’t. Swinging 
discos that swing until very very late. Handsome handicrafts. 
Luxurious indoor-pooled hotels. 

Why not send for your free Nova Scotia holiday kit right now. 

Lots of places can offer you a great vacation. 

How many can offer you seven? 


Drive. 





Halifax 
Dartmouth, 





Couldnt you use a little now? 


For more information about this beautiful part of Atlantic Canada, write to one of our Nova Scotia Information Offices: 630 Fifth Avenue, Suite 3115, New York, N.Y. 
10020 Area Code 212-581-2420/616 Forest Avenue, Portland, Maine 04101, Call 772-6131, (other parts of New England call toll free 800-341-6709) P.O. Box 130, 
Halifax, Nova Scotia. B3J 2M7. 








‘STORAGE PROBLEM’ SOLVERS 


DELUXE MATCHING STORAGE CASES FOR YOUR 12” RECORDS, 
7" REELS, CASSETTES AND 8-TRACK CARTRIDGES. 
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(B) 30-unit cassette case. 
1314” high x 614” deep 
x 514” wide. Tilted 
compartments, labels 
included. $12.95 each; 
3 for $34.95 


(A) 60-unit cassette case. 
1314" h. x 12%” d. x 5⁄2” w. 
Compartments are tilted back to 
prevent spillage. Includes pres- 
sure-sensitive labels for titling. 
$17.95 each; 3 for $49.95 


Here’s the ideal solution to the problem of keep- 
ing all your records and tapes stored neatly, 
safely, conveniently and attractively. A complete 
set of matched storage cases, designed by the 
editors of STEREO REVIEW magazine, for your 
records and all your tapes: cassette, cartridge 
and 7” reel. Now you can keep them side-by-side 
on your bookshelf or cabinet, easy to identify 
and readily available. 


These cases are sturdily constructed and covered 
in a handsome leatherette. The outer case is 
elegantly embossed in gold and comes in your 


(C) 12-unit cartridge case. 
1314” high x 614” deep 8 
x 414” wide. Tilted 
compartments, labels 
included. $9.50 each; 
3 for $24.95 








(D) 


(E) 20-unit 12” record case. 
1314” high x 1214” deep 
x 314” wide. Holds 
records in original 
jackets. $7.50 each; 
3 for $19.95 


(D) 6-unit 7” reel case. 

” high x 7%” deep 
x 5” wide. Holds reels 
in original boxes. 
$6.95 each; 
3 for $18.50 


choice of three popular decorator colors—black, 
brown and green—so that they lend themselves 
readily to the decor of any room. 


STEREO REVIEW large capacity storage cases 
are just what you’ve been looking for—they’re 
the ideal solution to keeping your records and 
tapes neatly stored for easy use. 


CHARGE YOUR ORDER TO YOUR AMERICAN EXPRESS 


BANKAMERICARD, MASTER CHARGE OR DINERS CLUB eS 


HERE’S HOW TO ORDER YOUR DELUXE MATCHING STORAGE CASES 


CASH: Mail your. order along with your name, address and remittance in the amounts indi- 
cated above for the units being ordered. PRICES INCLUDE ALL POSTAGE AND HANDLING 
CHARGES. OUTSIDE U.S.A. ADD $1 PER UNIT ORDERED. 


CHARGE: Mail your order, name, address, credit card number and expiration date (Master 
Charge customers include four-digit Interbank * above your name). Be sure your signature is 
on your order. You will be billed in the amounts indicated above. 
Be sure to identify the type of case ordered and indicate your color choice for the back of the 
case—black, green or brown (sides in black only). 
Residents of Calif., Colo., Fla., I., Mich., Mo., N.Y. State, D.C. and Tex. add applicable sales tax. 

MAIL ALL ORDERS TO ZIFF-DAVIS SERVICE DIVISION, DEPT. JJ, 

595 BROADWAY, NEW YORK, N.Y. 10012. 








© © 
PIPERS 
The Discerning Few 


@ Imagine the scene: an RE5 and a Gold 
Wing surrounded by a bunch of European 
Square-Earthers. They simmer with frus- 
trated rage and mouth “Japanese Rub- 
bish.” Suzuki’s rotary is dismissed as an 
obese conglomeration of mechanisms, 
totally irrelevant to good motorcycle de- 
sign. The water-cooled-VW gibe is slung 
at the Honda. Someone inevitably volun- 
teers the opinion that motorbikes aren’t 
what they were. And everybody agrees 
that the RE5 and GW represent most 
things motorcycles should not be. 

On reflection, it is not exclusively a 
European contention/ failing, so you are 
just possibly familiar with the reasoning 
behind the aggravation. Every increase 
in the luxury content and every fresh dash 
of engineering sophistication are accom- 
panied by more cubic centimeters/inches 
and (possibly) a greater number of cylin- 
ders, invariably adding to the weight and 
detracting from the handling. Each re- 
finement introduced for its own sake (or 
to anticipate emission legislation) sub- 
tracts from the enjoyment of riding. 
Therefore, we are apt to say, the basic 
simple fun of biking is being eroded in 
the crazy Japanese contest (refinement 
by sophistication) to outpoint one another 
by producing colossuses which offer 
less-fun-per-dollar and weaker perfor- 
mance-per-horsepower, but many more 
pounds-per-cc. 

In a less intractable mood, Europeans 
know the Japanese are not motivated by 
the urge to self-destruct. Europeans ap- 
preciate the challenges posed by forth- 
coming emission laws in America, and we 
acknowledge that if any manufacturers 
succeed in meeting the stringent require- 
ments it will be the Japanese, partly be- 
cause they are clever but mostly because 
they are big and rich. We harbor no jeal- 
ousy over the emission laws improving the 
quality of American life by a fraction of 
one-percent. We only hope that European 
governments will contribute the essential 
degree of backwardness, and that the 
environmentalists will be arrested by gas- 
conserving considerations, allowing the 
European Superbike to live on. 

We’re unhappy with the trend toward 
emission-clean water-cooled multis, for 
we think the coming generation of motor- 
cycles will be grossly overweight ma- 
chines which lack fine handling. Certainly 
we worry about emission laws spreading 
through the Western World. Even if they 
don’t, their enactment in America will 
prohibit any manufacturer—who’s not 
huge and wealthy—from operating in the 
big league. And those of us sympathetic 
with the little man, anxiously seeking out- 
lets for his hand-crafted products, are 
forced to conclude that his aspirations 
are doomed. 

MAY 1975 


George Silk, 32-year-old British engi- 
neer, flatly rejects the above assumption. 
He'll tell you that the majors of the motor- 
cycle industry continually spill forth mod- 
els crammed with features the discerning 
rider does notwant. Accordingly, the minor 
manufacturers must cater to discrim- 
inating rider that the big-guns ignore. He 
admits the ranks of motorcycling aren’t 
exactly over-filled with discerning riders, 
and he talks in production terms of 100 
a year. A hundred he sees as a nice round 
figure to be handled by a workshop staff 
totalling ten; the numbers are in accord 
with a modest engineering budget. 

According to the Silk dogma, the silent 
minority demand a low, lean and light bike 
that’s up-range in capacity, gives ade- 
quate performance from modest horse- 
power, has exemplary handling, and at 
all times returns exceptionally good mpg 
figures. 

The Silk specification is translated into 
material form as a 76mm x 71mm, 660cc, 
water-cooled, 180-degree parallel twin 
two-stroke. Horsepower is an unpreten- 
tious 46 at 6000 rpm, and its maximum 
torque is developed way down in the 
three-thousand region. The universal 
Schnutrle loop-scavenge principle has 
been discarded in favor of a cross-flow 
layout with domed pistons. Should that 
information conjure up nightmares of 
chronic two-stroke problems associated 
with ancient deflector-type pistons, such 
ills are overcome by Dr. Gordon Blair’s 
Queens University (Belfast) computer 
which takes an aerodynamicist’s look at 
port profiles, and by employing a very high 
primary compression ratio. These, it’s 
said, combine to endow the Silk 700 with 
tremendous down-the-rev-band torque 
and extremely low fuel consumption. 
More, the emission problems are, ‘‘Half- 
way to being licked.” 

Housed in horizontally split crank 
cases, the crankshaft runs on four 
needle-roller main bearings plus a ball 
race outboard of the alternator and an- 
other supporting the throttle-controlled oil 
pump on the right hand end. Primary drive 
is by a three-row Morse Hi-Vo tooth chain 
from the center of the crankshaft to a 
bolted-up four-speed gearbox. 

The Silk prototype (completed mid- 
1974) reached the road weighing 301 
pounds. Production compromises and an 
electric starter will certainly cause an 
upward push on the 301 figure. 

Top speed, with the probable introduc- 
tion of Harpowa reed valves, is estimated 
around the 110 mph mark, and cruising 
at 70-90 should be possible without over- 
playing the gearshift game. The economy 
by any reckoning is impressive for a 700 
two-stroke. Silk refuses to disclose top 

(Continued on page 104) 


Last year 
Midwest Mutual 
insured more 
motorcycles than 
any other 
insurance 
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It’s a fact—a pretty impressive 
fact. MIDWEST has the spe- 
cialized coverages cyclists need, 
at a reasonable price they'll pay. 


You can actually save money five 
different ways with our special 
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age policies. 
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Cycle Test 


HONDA 
CB/S0F | 


SUPER SPORT 


® A funny thing happened to Honda’s 
new CB-750F Super Sport on its way to 
market: the bike became what it was only 
supposed to pretend to be. The intention 
apparently was to simply generate a more 
exciting image for the big Four, to create 
an illusion appealing to the riding sport 
rather than the sporting rider. They would 
take a full table-stakes gamble with the 
CB-400F, giving it low flat bars and rearset 
footpegs along with a trick exhaust sys- 
tem and breadloaf tank, because the 
model from which it was derived (the 
CB-350 Four) hadn’t been a winner any- 
way. But the 750 was, saleswise and oth- 
erwise, the flagship of Honda’s line and 
it didn’t seem smart to change the bike’s 
essential character. The right approach, 
it said there in the sales manual, would 
be to go at this thing very cautiously—give 
the CB-750’s looks a touch of cafe-racer 
pizazz and a nifty new name; don’t mess 
with anything else. 

So, in the fullness of time, a prototype 
“Super Sport’ arrived in America for 
testing and evaluation—and it proved to 
be a horror. The bike ran splendidly, be- 
cause it was a tricked-out CB-750, but 
it didn’t handle at all well. Honda’s engi- 
neers seem (based on our interpretation 
of some half-veiled remarks) to have tried 
trading straight-line stability for ride. They 
steepened the fork angle—bringing it 
nearer the vertical—in an effort to reduce 
stiction and encourage the front suspen- 
sion to make a more compliant response 
to highway expansion strips. They also 
stretched the bike’s wheelbase slightly by 
lengthening its swing arm, and this may 
have been done in hope of restoring a 
modicum of the stability lost to the steeper 
fork angle. 

These changes probably seemed like 
a splendid idea while the project was still 
on the drawing board and under consid- 
eration by the computer, but it all trans- 
lated fairly badly in terms of behavior on 
the road. The prototype did not find favor 
with Honda’s American test riders, who 
said in effect, “its really spooky; better 
crank in a lot more rake and trail.’’ And 
lo, the next pre-production bike to arrive 
had more, not less, rake and trail than 
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the standard CB-750. Rake had been 
increased to 28 degrees, one more than 
standard; trail was pulled back to 4.5 
inches, % of an inch more than has been 
employed in other 750 Four chassis. All 
this, and the slightly longer wheelbase 
was retained in the interest of making 
the CB-750F Super Sport even more 
straight-line stable. 

You wouldn't notice the steering geom- 
etry and wheelbase differences between 
the standard four-pipe CB-750 and the 
Super Sport just standing and staring; the 
styling differences poke you right in the 
eye. For one thing, there’s that fuel tank, 
which is a little longer and a lot more 
skinny and should hold less gasoline. Its 
capacity actually is greater, up from 4.5 
to 4.8 gallons, and that’s a good thing 
because the fuel gets used at a fraction- 
18 


ally faster rate. The Honda CB-750 K3 we 
tested late in 1973 averaged 45 mpg, and 
would—atthat rate of consumption—travel 
202 miles before running out of everything 
but fumes. The Super Sport averages 
about 43 mpg, goes on reserve (1.3 gal- 
lons) at around 150 miles and goes 
bone-dry at 206 miles. 

The other styling trick, apart from the 
faired extension behind the seat, isn’t just 
styling. Honda has taken note of the pop- 
ularity of accessory four-into-one exhaust 
systems, and has made its own for the 
Super Sport. It has four of the typically- 
Honda double-wall pipes (each being a 
pipe within a pipe) feeding into a collector, 
and the collector exiting into a single, 
large-diameter muffler. The arrangement 
makes a lot of sense, even if it wasn’t 
invented by Honda. A four-cylinder en- 





gine’s exhaust pulses are spaced apart 
by 180 degrees of crank angle, and indi- 
vidual pulses have time to travel com- 
pletely through the muffler alone—the 
previous pulse having departed and the 
next not yet arrived. So a muffler with the 
capacity to handle one of the cylinders 
will as easily handle all four. That’s the 
theory, and the results with the Super 
Sport are a convincing argument that it 
works in practice. The bike’s exhaust note 
is so subdued that most of the noise you 
hear comes from the drive chain. 

We haven’t dyno-checked a new CB- 
750 K5 four-piper, so we can only assume 
that the Super Sport’s collector exhaust 
system plays some role in the engine’s 
remarkably strong performance. Honda’s 
750 Fours had seemed to have stalled 
at, or a little below, the 49.6 bhp mark 
set by the K2 version provided us for our 
1972 Superbike test. The Super Sport felt 
strong, but until the bike was bolted up 
against Webco’s dynamometer there was 
no way of knowing whether the feeling 
was produced by horsepower or the 
change in gearing. The tooth-smaller 
transmission sprocket has an influence 
in the excellent quarter-mile figures ob- 
tained with the Super Sport; there’s a 
substantial horsepower difference, too. 
The CB-750F engine pumped out an even 
58 bhp at8000 rpm and that’s pretty good. 
Still, the most remarkable aspect of its 
performance is that it’s there over such 
a broad speed range. The engine hangs 
onto its horsepower a thousand revs 
above peaking speed and it delivers better 
than 33 pounds-feet of torque from 3500 
to 9000 rpm. If the exhaust system was 
completely responsible it would be quite 
a piece of plumbing; some of the im- 
provement is inside the engine. 

Along with the styling changes, the 
CB-750F has been given a disc rear 
brake. The Honda Four’s disc front brake 
is so powerful that it hardly needs any 
help at the rear wheel, but there are times 
when you have to make moderate use of 
both brakes and that’s a good reason for 
having discs on both wheels. You may 
not need all the fade-free stopping power 
disc brakes can provide, but their 
smoothly-progressive, predictable action 
is always a blessing. The big Four is twice 
blessed by the fitting of a disc rear brake: 
first because discs are inherently better 
than drums; secondly because the par- 
ticular drum brake replaced is a conspic- 
uously poor example of the type. The 
standard CB-750 rear brake just doesn’t 
work very well. It’s powerful, but difficult 
to control. The Super Sport’s all-disc sys- 
tem is a distinct improvement; one you 
come to appreciate deeply when you dive 
into a blind turn, discover that it tightens 
halfway around, and are obliged to slow 
for the second half. With the disc brakes’ 
controllability working for you it becomes 
possible to very precisely divide total tire 
traction between cornering and braking 
loads, tighten the bike’s arc, and emerge 
with yournerves frayed, not your hide. 

As a matter of fact, the Super Sport’s 
rear brake is better than the one fitted 
up front. The front disc is gripped by the 
MAY 1975 
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The disc rear brake is powerful, yet easy to control; upgraded rear shocks carry softer coil springs. 








Compartments within compartments: the tools are ina tray up by the battery; 
incidentals in a plastic box; both covered by a locking seat. 
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A cam-lock filler cap is hidden under a hinged, locking lid, which is a switch from the usual motorcycle 
goodie-snagger. The small hole under the latch is a fuel overflow drain for the filler compartment. 


The exhaust collector will drag, but only after the 
feeler-tail on the footpeg-end has touched. 


Tidy instrumentation, and you can lock the fork 
by pushing the key inward and turning it left. 
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pivoted, single-piston caliper used on the 
garden-variety CB-750, and the caliper 
isn't quite rigid enough to resist flexing 
when you’re squeezing the lever really 
hard. This flexing becomes a spongy feel 
at the lever, and while this doesn’t weaken 
the braking action—which is strong 
enough to let you lock the front wheel—it 
does make control a little less precise. 
The rear brake caliper is a dual-piston 
design, much more massive, much more 
powerful, and will not flex at any pressure 
up to that required to lock the rear wheel. 

Both front and rear brake pads have 
wear indicators. Those up front are just 
red-painted lines incised into the friction 
material; the rear pads—which may be 
replaced without dismantling the cali- 
per—have red tabs to tell you when they 
are worn to the point of bringing the steel 
backing pieces into contact with the disc. 
The rear brake master cylinder and brake 
pedal are carried on a sturdy aluminum 
casting, and the whole assembly is sure 
to figure prominently in a number of disc 
rear brake conversions as it would be 
easy to adapt to almost any bike. 

A serious concern for ride quality led 
Honda to experiment with the steep fork 
angle mentioned earlier, and although 
they had to abandon that ploy, the fun- 
damental concern influenced other 
aspects of the Super Sport’s design. 
There is, for example, the use of rubber 
grommets in the front fender mounting 
to relieve the fork sliders of any binding 
loads from that quarter. No change has 
been made in fork travel, but we under- 
stand that the damping has been altered 
and the springs seem to be a bit softer 
than in earlier CB-750s. Rear wheel travel 
has been increased from 3.3 to 4.0 inches 
and the springs softened slightly. The rear 
dampers are quite different from anything 
previously used on the big Hondas, and 
have much more rebound control. Maybe 
we'd better amend that and say the rear 
dampers have much more rebound con- 
trol when new, as those on our test bike 
did begin to go limp when the odometer 
turned 750 miles. That may say as much 
about the manner in which our test ma- 
chines are ridden as it does about 
Honda’s dampers; it still says something 
unflattering about the latter. 

A Honda spokesman assured us that 
no changes had been made in the CB-750 
engine for Super Sport application; it was, 
he said, identical to that used in the K5 
four-piper—a refined but no more power- 
ful version of earlier 750 Fours. That as- 
surance was at odds with what we felt 
in the bike’s performance, and it proved 
to be mistaken. An eleventh-hour telex 
from Japan brought word that Engi- 
neering had, in fact, sneaked in a few 
performance-oriented engine changes, 
the full extent and nature of which are 
as yet unknown. We have learned that 
higher-domed pistons give the Super 
Sport a compression ratio of 9.2:1 instead 
of the K5’s 9.0:1, and that the valve timing 
specifications have been altered to suit 
the collector exhaust system. The cylin- 


derhead for the Super Sport engine car- 
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HONDA CB-750F 

Price, suggested retail 
Tire, front .......... 3.25 x 19 Bridgestone Super Speed 
MOAN. nae . 4.00 x 18 Bridgestone Super Speed 
Brakes Frontene auer areni osie 1137 IM Xo 1.625: ins 2 
(297mm x 41.3mm) 
210.4 sq. in. (1357.5 cm?) 
3.34 |Ibs./sq. in. 
four-stroke SOHC in-line four 
61.0mm x 63.0mm 
(2.40 in. x 2.48 in.) 
736 cm? (44.9 cu. in.) 


Brake swept area 
Specific brake loading 
Engine type 

Bore and stroke 


Piston displacement 


RPM x 100 40 100 120 























Maximum 


Power rpm Safe rpm 


: Ta 
Road Speed a 
vs Engine Speed 














0 SECONDS 10 


Compression ratio 
Carburetion 

Air filtration 
Ignition 

Bhp @ rpm 


(4) 28mm Keihin 
paper element 

battery and coil 
58.00 @ 8000 

Torque @ rpm 38.56 @ 7500 

Rake/Trail 28 degrees, 4.5 in. (11.4 cm) 

Mph/1000 rpm, top gear 

Fuel capacity 

Oil capacity 

Battery 

Gear ratios, overall 


4.8 gal. (18.2 liters) 

3.7 qt. (3.5 liters) 

12V, 14AH 

(1) 14.01 (2) 9.57 

(3) 7.47 (4) 6.35 (5) 5.43 
Wheelbase 57.9 in. (147 cm) 
Seat height 32 in. (81.3 cm) 
Ground ‘ClOAKAMCE: serwie en usei 5.8 in. (13.5 cm) 
Curb weight 538 Ibs. (244 kg) 
Test weight 703 !bs. (320 kg) 
Instruments.. 150 mph speedometer, reset odometer, 
11,000 rpm tachometer 

Standing start %4-mile 12.939 sec @ 103.92 mph 
Average fuel consumption — 0.0.0.0... 43 mpg 
Speedometer error 30 mph actual 28.34 
60 mph actual 55.18 


Engine 
Speed 
2000 
2500 
3000 
3500 
4000 
4500 
5000 
5500 
6000 
6500 
7000 
7500 
8000 
8500 
9000 


BHP Torque 
10.16 26.71 
12.74 26.77 
17.90 31.35 
22.45 33.70 
26.21 34.42 
31.41 34.21 
31.88 33.49 
35,82 34.21 
41.28 36.14 
46.67 37.71 
51.21 38.43 
55.07 38.56 
58.00 38.06 
57.46 35.50 
57.29 33.44 
52.62 29.08 
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TORQUE 
(38.56 max.) 


Test Conditions: 
Barometer 29.93 
Temperature 
68°F Wet 88°F Dry 
|_ Correction Factor 1.050 
Date of Test: 3/6/75 
As Tested on the 
Webco Dyno 











With so many different brands of safety helmets on the market today, 
picking the “Best Gear” is not the easiest thing one could imagine. 


People tend to buy brand names. But the most widely advertised helmets 
are not necessarily your best buy or your best gear. 


We feel ARAI is your best gear whether you're racing or just riding. 
All ARAI helmets are made with tough, durable, impact absorbing 
fiberglass. Each model is carefully designed and tested. Each helmet is 
quality handcrafted and inspected before final shipment 


Our factory is one of the largest and most modern plants in the world and 
we offer a wide range of models, styles and colors to suit your individual 
requirements and tastes. All models, needless to say meet federal and 
state requirements. In addition, the S-70, X-7 and RD-6 meet or exceed 


the prestigious Snell-70 requirements. 


Accessory Distributors, Inc. 
175 Fair Street 
Palisades Park, N.J. 07650 


Wheelsport Distributing Co. 
2053 N.W. Upshur 
Portland, Oregon 97209 


Send 25¢ for FREE Brochure 
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DUNSTALL GOODIES 


for 
NORTON—HONDA 
KAWASAKI—YAMAHA 


—in stock— 


PROMPT SHIPMENTS 
Write for price list and all-inclusive 
catalogue, free, including hundreds 
of other popular CHOPPER, 
TOURING and REPAIR PARTS. 


Send $1.00 only if you wish AIRMAIL 


CHARIOT CYCLE LTD. 


Box 3534, Station “B” 
Winnipeg, Manitoba, Canada R2W 3R4 


for 
positive 
starts 


The unbeatable 
spark plug = 
i connectors 
national 
300 THIRD ST., CAMBRIDGE, MASS. 02142 
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ries a different part number, which would 
indicate change, but no one at American 
Honda could tell us what has been done. 

Big fours having all their cylinders in 
a row produce some strong second- 
ary-couple vibrations, and these have 
been amplified by the Super Sport's 
gearing. A 17-tooth transmission sprocket 
is in part responsible for raising the overall 
reduction ratio to 5.43:1, from the K5’s 
4.99:1; fourth and fifth gears are 1.133:1 
and 0.969 instead of the 1.097:1 and 
0.939:1 found in other 750 Fours. The net 
result of these gearing changes is to keep 
the Super Sport’s engine spinning faster, 
pulling harder—and vibrating more. 

The CB-750F Super Sports acceler- 
ation would be even better, relative to the 
very similar CB-750 K3, which was the 
last version we tested, but for a curious 
weight increase. One would think it im- 
possible that the Super Sport, with its 
four-into-one exhaust system and single 
muffler, could be as heavy as the four- 
muffler Honda Four. And it isn’t as heavy 
as the K3 we tested back in 1973; it’s 
actually heavier. Somehow, somewhere, 
the big Honda has picked up 12 pounds 
and now weighs 538 pounds—four less 
than a Z-1—even though the Super 
Sport's exhaust system has to represent 
a weight reduction. We can’t account for 
the difference, having failed to discover 
anything like a switch to a bigger battery 
(still 12V, 14AH). We suspect that some 
of the weight may be hidden away in 
thicker frame-tube walls. It can’t all be 
in the addition of new brackets—which, 
by the way, include a trio of drilled and 
threaded lugs on the forward side of the 
frame's steering head. These would ap- 
pear to be mounting points for a fairing. 

The above raises a couple of interesting 
points. First, there’s the warning sticker 
on the lid of a little compartment under 
the seat, which cautions against fitting the 
Super Sport with any kind of handle- 
bar-mounted windshield or fairing. Sec- 
ond, there’s the fact that Honda engineers 
have gone to some considerable amount 
of trouble to pull the heavy headlight back 
closer to the steering axis, a move that 
forced the relocation of a bundle of con- 
nectors from their former home inside the 
headlight housing to a molded-plastic box 
on one of the frame down-tubes. These 
things add up to a sharp awareness at 
Honda that the steered mass in a motor- 
cycle is very important to handling—a 
factor that dictated the rearward brake 
caliper location on the new GL-1000. Ap- 
parently, however, Honda considers that 
the single light-alloy caliper on the Super 
Sport's front wheel isn’t heavy enough to 
justify moving it behind the fork leg. 

However it may have been obtained—by 
the revised steering geometry, longer 
wheelbase, stiffer frame or whathave- 
you—the Honda CB-750F Super Sport 
does have exceptionally good handling 
qualities. Indeed, it is in this area that it 
comes nearest justifying the Super Sport 
label. The CB-750F, tighter gearing not- 
withstanding, is going to get shaded in 
a straight-line contest of speed with, say, 

(Continued on page 24) 
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Mark Donohue, A.J. Foyt, Don Garlits, Dan Gurney, 
Graham Hill, Roger Penske, Richard Petty, 
Kenny Roberts, Johnny Rutherford, Jackie Stewart 
and Bobby Unser, when you join the 


GOODSYEAR 


Motor Sports 
Club 


Those eleven racing superstars are members and Advisors of the Goodyear Motor Sports 
Club, an exciting new national club devoted to the entire field of motor sports. This 
one-of-a-kind club has been designed for both participants and fans by The Goodyear 
Tire & Rubber Company. It takes advantage of Goodyear’s unique involvement in 
all forms of motor sports to help enthusiasts get on the ‘‘inside’”’ and keep up 
with all the fast-paced motor sports developments. Join the Superstars by 
joining the Club. As your Board of Advisors, they'll be contributing 
time and knowledge to give you an insider’s perspective on motor 
sports. Their involvement is only one of many member 

benefits. (Member benefits shown below). 
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To join the Goodyear Motor Sports Club fill out coupon, clip and mail 
today. If coupon is missing write to: Goodyear Motor Sports Club, P.O. 
Box 428, Tarrytown, New York 10591, Phone: 914-631-5308. 
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ANNUAL ASSOCIATE 









ae aire ANNUAL MEMBERSHIP 
MEMBERSHIP FULL Available to immediate 
MEMBERSHIP family of Full Member only... 
with Special i Assoc. Member receives Club Cap, 
“Charter”Discount (effective Card, three Club Decals an¢ 
through June 1, 1975) Club Compound privileges. 





May 31, 1975 


$4Q°° 


$ 00 $600 $300 
1 5 D (Each add'l 
person) person) 


Please Check Method of Payment: 





Your beautiful quarterly magazine— 
‘Goodyear Motor Sports Club Challenge” 






Your official Club cap. 
a motor sports status symbol. 





O Check or money order —payable to Goodyear Motor Sports Club 
O Master Charge O Carte Blanche O Send Information Kit 
O BankAmericard (J Diners Club 











(Insert payment in envelope with this application; 
mail to: Goodyear Motor Sports Club 
P.O. Box 428. Tarrytown, N. Y. 10591) 


Credit Card Holders: For immediate mem- 
bership enrollment. call 914-631-5308 


(Please ERO 
FULL MEMBER 





















You Club patch, decals and bumper 


sticker—to show ‘¥en belong. Please charge to my credit card account 





Your monthly Newsletter—an update 
on Club and motor sports news. 


Name 
Credit Card No. 





Address 


Expiration Date 





City 


Interbank No. (Master Charge only) 
(Located above your name) State Zip 


CAP SIZE please Oo one 





Small/Medium ee Large 


ao 
Ro No > Signature 





For Associate Members, print name. etc. on blank paper and insert in i \ 
pel seen mk Se i | envelope with this application. Be sure to calculate correct fee: mail to: I K wie 
at selected motor sports events. Goodyear Motor Sports Club, P.O. Box 428, Tarrytown, N.Y. 10591 Your valuable membership card; and 
062 impressive membership certificate. 
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CHAIN LIFE 


MING CHAIN LUBE! 










Often copied, but neverduplicated. 
Chain Life is a high performance 
lubricant specially formulated for 
motorcycle chains. Contains no 

oil, silicone, moly, or graphite. 
Chain Life is acompounded 
synthetic lubricant that sprays 
on the chain in a bead of foam 
with no overspray or waste. 
Chain Life has the unique 
ability to cling to the chain. \ 
Penetrates instantly, lubri- 
cates chain rollers and pins, 
and repels dirt, sand, mud and grass. 





Chain Life— it's a way of 
life for your motorcycle. 
You'll find the complete 


in the Petrochem High Per- 
formance Motorcycle Care 
Center at your motorcycle 
dealer or supply store. 


PETROCHEM 


KEEPS YOU GOING 


MMMM ASHLAND CHEMICAL COMPANY Division of Ashland Oil. Inc 
Ashland. SPECIALTY PRODUCTS PO. Box 3105 Santa Fe Springs. 
<= 


California 90670 (213) 699-9951 
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Flioricies 
Cycle Supply 





PACIFICO FENDERS 


These new Pacifico opaque white fenders 
fit most motorcycles and are stock re- 
placement components. 


The face fenders protect motorcyclists 
from mud, rocks and other debris. Avail- 
able in black, silver and white. 


Both fender and face fender are made of 
copolymer material to increase durability. 


Dealers write for our new 1975 catalog for 
a complete line of parts and accessories 
for moto-cross, enduro and street bikes. 


P.O. Box 5245 
Jacksonville, Florida 32207 
[904-733-3363] 
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Room 
forone 





With the Freedom Sidecar, you can 
share the fun of cycling even more. 

It rides as great as it looks. A swing 
arm suspension with an S&W shock 
means a smooth, comfortable ride. 
There’s even a locking trunk area behind 
the seat. 

A full one year guarantee assures 
that your Freedom Sidecar will give you 
many miles of enjoyment. The low 
introductory price of only $695 includes 
a tonneau cover, windshield, attaching 
arms and all hardware. All you have to 
supply is the person to fill that up- 
holstered seat. 

But that should be easy. 

Write for a free fact sheet. Or send 
$2 for a special preview brochure 
featuring glossy photos. 


FREEDOM SIDECAR COMPANY 
39010 Wabash Road 

Romulus, Michigan 48174 
313-941-4622 


Family of Petrochem Products 











a Z-1. But it handles better than any of 
the other Japanese Superbikes. Despite 
the longish wheelbase and stability- 
oriented steering geometry, the Honda 
CB-750F handles like a bike at least a 
hundred pounds lighter. The Super Sport 
can be flicked through a series of esses 
without all the handlebar-bending effort 
you have to apply with anything else in 
its weight/ displacement class, going from 
a left-peg-dragging attitude to a maxi- 
mum-effort right so quickly that you have 
to start checking the left-to-right flop well 
before it is completed. 

Honda’s 750 Super Sport can be 
pitched into left turns with a degree of 
abandon, but some riders will have to 
show restraint zinging the bike around 
right-hand turns. There’s nothing much 
on the left side of the Honda to cause 
problems with cornering clearance, until 
the frame drags; but on the right the big 
muffler has a fat spot about 10 inches 
back from its clamp, and the four-into-one 
collector bulges out at the rear of the 
transmission, and both of these exhaust- 
system thickenings will get into hard con- 
tact with the road for some people. The 
requirements for wearing flat spots on the 
Super Sport’s exhaust system obviously 
include an excess of sporting spirit on 
the part of the rider—the other factor is 
simply rider weight. One of our dauntless 
test riders weighs about 165 pounds in 
full regalia, and had little difficulty with 
the Super Sport’s exhaust system 
grounding. Another weighs right at 185, 
suited up, and he quickly scuffed a nice 
set of flats on the muffler and collector. 
A third rider, who pushes the scale past 
the 210-pound mark, complained vigor- 
ously about the bike’s lack of cornering 
clearance. All these experiences were 
gained with the rear suspension’s springs 
cranked up to maximum preload. 

The matter of cornering clearance be- 
comes very important with Honda’s CB- 
750F just because the bike handles so 
well that it can be cornered at extreme 
angles. One of our testers (the Hundred 
Kilogram Wonder) says he was able to 
provoke a mild wobble in the Super Sport 
by running it full-throttle into a very fast, 
bumpy turn but the rest of us found the 
bike to be extremely steady. The Super 
Sport’s handling is so good that it lets 
you notice a lot of little things usually 
overlooked in attempts to compensate for 
really nasty road manners. For example, 
you can feel a subtle shift in the way the 
bike steers when you apply power in a 
turn and driving torque makes it pitch 
nose-up slightly. And the Super Sport is 
steady enough to let you feel the tires 
working—which they do very well. In all, 
it gives you the rider a nice, steady plat- 
form; it lets you concentrate on watching 
the road and working the controls, without 
asking that you wrestle the motorcycle 
into submission—however you must bear 
in mind that there is considerable slop 
in the drivetrain, and concentrate on 
smooth shifts and even throttle metering 
to prevent jerky power inputs (and out- 
puts) from initiating suspension wobble 

(Continued on page 110) 
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Po THING HAPPENED on Saturday afternoon. I rolled out my new 
Kawasaki Z-1 and four hamburgers burned-up on the Stevenson’s barbeque; the 
Brady’s livingroom never got painted; the Kresser’s livingroom gathered more 
dust; the Gelbert’s tennis match was pointless; Lisa Harwayne’s piano lesson went 
flat; and 23 snails, 12 slugs, and at least 17 beetles had the Howell’s 
garden for lunch. 

The thing is, I remember back when a flashy new car would draw guys in our 
neighborhood away from their appointed week-end tasks (irritating the ladies 
no end). I guess times have changed. I can't say it was my Z-1 itself that did the 
trick. I mean, not everybody knew he was lookin’ at a 903cc, 4 cylinder, 4-stroke 
legend— maybe the best touring bike ever made. 

They know that now, but I kinda think it was the idea of a motorcycle that 
turned ’em on. Like way down deep each guy sort of understands motorcycling, 
evenif he’s never had ariding experience. Don't ask me to explain that experience. 
It’s a feeling. Not that junk about the sun on your face and wind in your hair. 
It’s more an urge to get ona bike and...just...go. With a secret notion you won't 
want to come back again. Besides, it’s good looking at the world without looking 
through a windshield. 

‘Course! didn't mention any of that on Saturday. Ifigured Kawasaki 
keeping quiet might restore peace in the neighborhood. lets the good times roll. 





Good times include riding safely. We recommend wearing a helmet and eye protection. keeping lights on and checking local laws betore you ride. See Yellow Pages for nearest Kawasaki dealer. Member Motorcycle Industry Council. 


CIRCLE NO. 34 ON READER SERVICE PAGE. 





THE 
Harley-Davidson 
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> 24 8 ` 
; ee “Thére’s a certain kind offi man wag wire ‘settle oe. 
> ” for second best. The Harley-Davidson Man ` 

You'll recognize him in a lot-of different:ways. 
Confident. But not arrogant, Confident becdtise:~ 

he knows he’s riding a beautiful piece of: macta 

A motorcyclethat has evolved with’a tradition 

of over 70 years of engineering excellence 

and leadership. 
Another way you'll know him is by the way he 

takes care of his bike. It’s always in tip-top shape. 

A matter of pride. ay 
Another thing. He knows how to ride. Cruising coast to coast ” i 

or churning through the boonies, he knows how to 

keep himself, and his machine, under control. 

He knows the rules and respects 

the rights of others. He doesn’t show off. 

He doesn’t have to. He’s the Harley-Davidson Man. 
Think you can make the grade? 
If sọ, drop by your 

Harley-Davidson dealer soon. 

Check out our full line. 

From 125cc’s up through the 

legendary 1200cc super-machines. 

You'll find your Harley-Davidson 

dealer thinks like you do. 

He knows what you're after 

and he’s gotit. 

‘Come in and talk to him. 

Man toman.: 


l Harley-Davidson 


Milwaukee, Wisconsin 
; -Membe ‘Motorcycle Industry Council 


__ 9 GIRCLE No. 24 ‘ON READER SERVICE PAGE. 


For a24"x36" poster of this advertisement (without copy) 
send $1.50 to: Poster,#752-VT, Box 11407, Shorewood, WI 53201 
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Harley-Davidson believes in safety first. Before you start out, turn on your lights, Magia 
put on your helmet...and watch out for the other guy. 





Date 


April 19 
April 19-20 
April 19-20 
April 20 
April 20 
April 27 
April 27 
April 27 
April 27 
April 28 
May 3-4 
May 4 
May 4 
May 4 
May 4 
May 4 
May 10-11 
May 10-11 
May 11 
May 11 
May 11 
May 11 
May 11 
May 18 
May 18 
May 24 
May 24-25 
May 25 
May 25 
May 25 
May 26 
May 31 
May 31-June 1 
June 1 
June 1 
June 1 
June 7 
June 8 
June 8 
June 8 
June 8 
June 8 
June 8 
June 14 
June 14-15 
June 15 
June 15 
June 15 
June 15 
June 22 
June 22 
June 22 
June 22 
June 22 
June 22 
June 28 
June 29 
June 29 
June 29 
June 29 
June 29 
July 6 
July 6 
July 6 
July 6 
July 12 
July 13 
July 13 
July 13 
July 13 
July 15 
July 19 
July 19-20 
July 20 


Day 


Saturday 
Sat-Sun 
Sat-Sun 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Monday 
Sat-Sun 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sat-Sun 
Sat-Sun 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Saturday 
Sat-Sun 
Sunday 
Sunday 
Sunday 
Monday 
Saturday 
Sat-Sun 
Sunday 
Sunday 
Sunday 
Saturday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Saturday 
Sat-Sun 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Saturday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Saturday 
Sunday 
Sunday 
Sunday 
Sunday 


Event 


Sidecar MX Grand Prix 
ISDT Qualifier 

Road Race Grand Prix 
250cc MX Grand Prix 
National Enduro 

250cc MX Grand Prix 
National Enduro 
National Enduro 

CMC Road Race 

125cc MX Grand Prix 
ISDT Qualifier 

125cc MX Grand Prix 
Road Race Grand Prix 
250cc National MX 
250cc MX Grand Prix 
National Enduro 

ISDT Qualifier 

Road Race Grand Prix 
125cc MX Grand Prix 
250cc MX Grand Prix 
500cc MX Grand Prix 
Sidecar MX Grand Prix 
CMC Road Race 
Camel Pro Series (Mile) 
Road Race Grand Prix 
National Observed Trial 
ISDT Qualifier 

125cc MX Grand Prix 
250cc National MX 
500cc MX Grand Prix 
National Observed Trial 
National Observed Trial 
ISDT Qualifier 

250cc National MX 
Camel Pro Series (RR) 
125cc MX Grand Prix 
Camel Pro Series (Half-Mile) 
500cc National MX 
125cc MX Grand Prix 
250cc MX Grand Prix 
500cc MX Grand Prix 
Sidecar MX Grand Prix 
National Enduro 

Camel Pro Series (Half-Mile) 
ISDT Qualifier 

250cc National MX 
250cc MX Grand Prix 
500cc MX Grand Prix 
National Enduro 

Camel Pro Series (Half-Mile) 
125cc MX Grand Prix 
250cc MX Grand Prix 
500cc MX Grand Prix 
Sidecar MX Grand Prix 
National Enduro 

Dutch TT Road Race GP 
125cc National MX 
125cc MX Grand Prix 
500cc MX Grand Prix 
Sidecar MX Grand Prix 
CMC Road Race 
125cc MX Grand Prix 
250cc MX Grand Prix 
500cc MX Grand Prix 
Road Race Grand Prix 
Camel Pro Series TT 
Inter-AMA 

125cc National MX 
125cc MX Grand Prix 
500cc MX Grand Prix 


Wednesday Sidecar MX Grand Prix 


Saturday 
Sat-Sun 
Sunday 


Superbowl of Motocross 
Road Race Grand Prix 











Holland 

Pell City, Ala. 

Spain 

Austria 

Post, Texas 
Belgium 

Nashville, Tenn. 
Forest Hill, Calif. 
Willow Springs, Calif. 
France 

McMinnville, Ore. 
Great Britain 
Austria 

Bruceton Mills, W.Va. 
Czechoslovakia 
Shelby, Indiana 
Weston, Ore. 

West Germany 
Yugoslavia 

Poland 

Italy 

Sweden 

Orange County, Calif. 
San Jose, Calif. 
Italy 

California (southern) 
Picayune, Miss. 
Sweden 

New Castle, Ky. 
Finland 

California (northern) 
Seattle, Wash. 
Potosi, Mo. 

New Philadelphia, Ohio 
Gainesville, Ga. 
Austria 

Louisville, Ky. 
Baldwin, Kan. 
Poland 

Yugoslavia 

Soviet Union 

Italy 

Olympia, Wash. 
Harrington, Delaware 
Hannibal, N.Y? 
Whitney,-Texas 
West Germany 
France 

Harrison, Mich. 
Columbus, Ohio 
West Germany 
England 

Carlsbad, Calif. 
Belgium 

Backus, Minn. 
Netherlands 
Midland, Mich. 
Czechoslovakia 
Canada 

West Germany 
Orange County, Calif. 
Lexington, Ohio 
France 

England 

Belgium 

Castle Rock, Wash. 
Omaha, Neb. 
Omaha, Neb. 
Canada 

West Germany 
Switzerland 

Los Angeles, Calif. 
Sweden 


World Championship Obs. Tris. Escoheag, R.I. 


July 26 

July 26 

July 26-27 
July 27 

July 27 

July 27 

July 27 

July 27 
August 2 
August 3 
August 3 
August 3 
August 3 
August 10 
August 10 
August 10 
August 10 
August 10 
August 10 
August 15 
August 17 
August 17 
August 17 
August 17 
August 17 
August 23 
August 23-24 
August 24 
August 24 
August 24 
August 24 
August 24 
August 30 
August 31 
September 1 
September 1 
September 1 
September 6 
September 7 
September 7 
September 7 
September 13 
September 14 
September 14 
September 19-21 
September 21 
September 21 
September 27 
September 28 
September 28 
September 28 
October 5 
October 5 
October 5 
October 12 
October 13-18 
October 19 
October 19 
October 26 
October 26 
October 26 
November 2 
November 2 
November 2 
November 9 
November 9 
November 16 
November 16 
November 23 
November 23 
November 23 
November 30 
December 7 


Date 


Sunday 
Saturday 
Saturday 
Sat-Sun 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Saturday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Friday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Saturday 
Sat-Sun 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Saturday 
Sunday 
Monday 
Monday 
Monday 
Saturday 
Sunday 
Sunday 
Sunday 
Saturday 
Sunday 
Sunday 
Fri-Sun 
Sunday 
Sunday 
Saturday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Mon-Sat 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 
Sunday 


Event 


Sidecar MX Grand Prix 
Camel Pro Series TT 
National Observed Trial 
Road Race Grand Prix 
Inter-AMA 

125cc National MX 
500cc MX Grand Prix 
National Observed Trial 
CMC Road Race 
National Observed Trial 
Camel Pro Series (RR) 
Inter-AMA 

125cc National MX 
500cc MX Grand Prix 
Camel Pro Series TT 
500cc National MX 
500cc MX Grand Prix 
250cc MX Grand Prix 
Sidecar MX Grand Prix 
CMC Road Race 
Camel Pro Series (ST) 


Camel Pro Series (Half-Mile) 


500cc National MX 
125cc MX Grand Prix 
250cc MX Grand Prix 
Sidecar MX Grand Prix 


Camel Pro Series (Mile) 


National Observed Trial 
500cc National MX 
125cc National MX 
125cc MX Grand Prix 
Road Race Grand Prix 
Sidecar MX Grand Prix 
National Observed Trial 
250cc MX Grand Prix 
125cc National MX 
500cc National MX 
National Observed Trial 


Individual World Speedway 
Camel Pro Series (Mile) 


Place 


England 

Gardena, Calif. 
Beaver Dams, N.Y. 
Finland 

Delta, Ohio 

Delta, Ohio 
Holland 

Ohio 

Ontario, Calif. 
Crystal, Minn. 
Monterey, Calif. 
Bruceton Mills, W.Va. 
Bruceton Mills, W.Va. 
Belgium 

Peoria, Ill. 

Mexico, N.Y. 
Luxenbourg 
Sweden 

France 

Orange County, Calif. 
Hinsdale, III. 

Terre Haute, Ind. 
Axton, Va. 

Spain 

Finland 

Denmark 
Indianapolis, Ind. 
Denver, Colo. 
Ravenna, Ohio 
Shreveport, La. 
Belgium 
Czechoslovakia 
Eas: Germany 

Ft. Worth, Texas 
Switzerland 

New Orleans, La. 
New Orleans, La. 
Tulsa, Okla. 

Great Britain 
Syracuse, N.Y. 


250cc Trophee des Nations MX Italy 


125cc National MX 


Camel Pro Series (Half-Mile) 


National Enduro 


San Antonio, Texas 
Toledo, Ohio 
Talladega, Ala. 


500cc Moto-Cross des Nations Czechoslovakia 


Road Race Grand Prix 
Camel Pro Series (Mile) 
National Enduro 


Camel Pro Series (Half-Mile) 


Trans-AMA 
National Enduro 
CMC Road Race 
Camel Pro Series (RR) 
Trans-AMA 
National Enduro 
Trans-AMA 

Int'l Six Days Trial 
Trans-AMA 
National Enduro 
Trans-AMA 
National Enduro 
National Enduro 
CMC Road Race 
Trans-AMA 
National Enduro 
Trans-AMA 
National Enduro 
Trans-AMA 
National Enduro 
Trans-AMA 
National Enduro 
CMC Road Race 
Trans-AMA 

CMC Road Race 


Yugoslavia 

San Jose, Calif. 
Lawrence, Kan. 
Gardena, Calif. 
Gainesville, Ga. 
Chatsworth, N.J. 
Willow Springs, Calif. 
Ontario, Calif. 
Lexington, Ohio 
Lynville, Ind. 
Unadilla, N.Y. 

Isle of Man 
Buchanan, Mich. 
Pecatonica, Ill. 
Omaha, Neb. 
Tallahassee, Fla. 
Stonyford, Calif. 
Orange County, Calif. 
St. Peters, Mo: 

Ft. Hood, Texas 
Whitney, Texas 
Barstow, Calif. 
Puyallup, Wash. 
Central Village, Conn. 
Livermore, Calif. 
Klamath, Calif. 
Willow Springs, Calif. 
Irvine, Calif. 

Ontario, Calif. 
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Announcing More 


anew experience in cigarettes. — 


ACTUAL LENGTH. 





Put your cigarette against it. 


What’s More? It’s a whole new look 
in cigarettes. A whole new feel. A whole 
new length. 

More is more by design. 

It’s the first 120 mm cigarette. It was 
conceived and engineered to give you an 
all-new smoking experience. 


It’s a longer and leaner cigarette. 


(Which makes it look terrific.) 

It smokes slower and draws easy for 
more enjoyment. (Which means more 
time for those relaxing moments.) 

It’s More. With over 50% more puffs 
than a 100 mm cigarette. Yet More 
doesn’t cost more. 
(Which means more for 
your money.) And be- 
cause More is more fla- 










More. It looks like more. It tastes like 
more. It’s more in every way except price. 
More. It sits neat in your hand like 
it was made for it and fits your face like 
it found a home. 
New Menthol More. 
It’s a cooling blast. 

If you like menthol, now you can 
have More Menthol. 

More Menthol gives you more cool- 
ness, more tobacco enjoyment. It’s the 
new 120 mm menthol cigarette that 
starts with a blast, and cruises you 
through the longest, slowest-burning, 
` ~  Coolest-smoking experi- 
Rew ence you’ve ever had. 

And just like More 
Filters, More Menthol 


vorful (yet surprisingly gives you more for your 
mild), it will be one of the (S money. 
most satisfying smoking | j Over 50% more 


experiences you'll ever 
have. 
New Filter More. 
Like no cigarette that ever was. 
Because More is a 

cigarette that offers so 

much more, we felt it 

should look like more, 
too. So we’ve put itin an 

all-new cigarette wrap 

that’s a handsome bur- 
nished brown. 


© 1974—R.J. REYNOLDS TOBACCO CO. 


That Cigarette Smoking Is Dangerous to Your Health. 








MENTHOLE 





The first 120mm cigarette. 


Warning: The Surgeon General Has Determined 
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puffs than a 100 mm 
menthol cigarette. 

More Menthol. 
Long, lean and bur- 
nished brown, it looks 
as cool as it smokes. 

More Menthol. You 
don’t have to pay more 
to getit. And onceyou’ve 
got it, you’ll wonder 
905 where it’s been all your 
As life. 


Filter, Menthol: 21 mg. “tar”, 1.6 mg. nicotine—av. per cigarette by FTC method. 











TM=250. IF YOU'VE GOT THE GUTS, 
IT’S GOT EVERY THING ELSE YOU NEED. 












A motocross machine is a 
unique animal. It needs the 
speed of a greyhound, the 
strength of a bull, the sus- 

pension of a kangaroo, 
and the staying power 
of a mule. Then, when 
it’s all put together, 
it’s supposed to han- 
dle like a champion 
show horse. 
Impossible? Not 
when you’ve won 

World Motocross 

Championships four 

years ina row. We 

have. And we've put 
everything we’ve 
learned into the 
TM-250. 





it’s deceptively 
quiet. 
One kick on the starter 
brings it to life. PEI, Pointless 
Electronic Ignition, zaps out a hot, 
consistent spark. Less carbon buildup 
” onthe plug. And no fooling around 
adjusting the points. 


The fat silencer quiets the expan- 
sion chamber to a deceptively tame 
sound level. But don’t be fooled, be- 
cause it doesn’t hinder performance at 
all. At 6,000 rpm the 2-stroke aluminum 
engine turns out 20.9 ft/ Ibs of torque. 
And at 7,500 rpm you’re sitting on 27 
horses going full bore. 


Positive throttle control. 

Gearbox ratios have been carefully 
matched to the engine power curve for 
the best combination of power and 
speed in all five gears. When you twist 
the throttle, you move. 
Quickly. Without hesita- 
tion. 

Fenders are super- 
flexible polypropylene. 
Wheels have self-clean- 
ing aluminum alloy rims. 
21 up front, 18 rear. Internal expanding 
brakes give you firm, steady stopping 
— without locking the rear wheel and 
stalling the engine. 


it handles better than ever. 
This year we’ve moved the rear 
shocks forward and changed the 





17.5 Hp — 9.68 ft/ Ibs 
torque — 5-way shocks — PEI 


tension in the front forks. It im- 
proves the handling through corners. 
And gives better stability over the | 
whoop-de-doos. | 


See all our motocross machines | 
at your nearest Suzuki dealer. 






16.5 Hp — 8.55 ft/ Ibs 
torque — 5-way shocks — PE 





35 Hp — 31.1 ft/ lbs 

torque — 5-way shocks — PEI 
Power. Speed. Suspension. Stam- 

ina. When you add it all up, the TM-250 

has about everything it takes to win. 
Now all you need is the guts. 


U.S. Suzuki Motor MEMBER 
Corporation, Dept. 
4065, Santa Fe 

Springs, Calif. 90670. (SUZUKI 





Ride safely; wear a helmet, eye protection, and appropriate riding apparel. 
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The vans from Dodge. 


They'll take almost anything you want to 
carry almost a : 





nywhere you want to go. 


Just because we call them Tradesman vans doesn’t mean 
they have to act like tradesmen. Far from it. Beneath their shiny 
skins are the kind of big, freewheeling vans that play just as 
easily as they work. 

Throw open their doors. And they’re ready to take on a 
weekend’s worth of dirt bikes, surfboards, scuba gear, camping 
equipment, fishing stuff. And friends. 

Wherever you're heading, there’s nothing better for getting - 
your gear from here to there than a versatile Dodge van. 

A Dodge Tradesman van. With the best gas mileage of any 
van tested by the E.P.A. With a smaller Six and smaller V8s 
(that still pack plenty of power). A big, standard 23-gallon gas 
tank. The kind of easy handling that'll handle most any situation. 
And a choice of three size vans on two size wheelbases. 
(Including the Maxivan— biggest van on the road. And off it.) 
The Dodge Tradesman vans. They'll 
take almost anything you want to carry 
almost anywhere you want to go. 


Custom touches such as “mag” wheels, fat tires, paint 
trim, and sidepipes are available through custom shops. 


are 
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® The lineage of the Penton motorcycles 
has evolved from a staunch personal be- 
lief that a competent and serious racer 
or enduro rider can and will fit his riding 
habits to the bike—not vice versa. The 
ability of the Penton firm to mold champi- 
onship race equipment is unquestioned. 
The only off-road races never to have 
fallen to the Penton marque are Baja and, 
ironically, the Mint 400. Upon demand, 
Penton has come up a winner in every 
other type of off-road racing—enduro, 
ISDT, scrambles, motocross and desert. 

Recently the KTM factory has become 
involved in the intense battle for world 
championship titles. Gunnady Moisfeiv 
captured the 250cc world motocross 


championship last year ona KTM/Penton 
MAY 1975 


(marques reversed in Europe). This level 
of involvement has made for better equip- 
ment, because of the reduced need for 
technical feedback from the U.S. to Aus- 
tria. Frames don’t break, gearboxes shift, 
wheels stay together and parts don’t vi- 
brate onto the trail. A singular family in- 
terest is now reinforced by the deep in- 
volvement of the Austrian KTM factory. 
Much of the phenomenal competition 
success gathered by the Penton marque 
has come from the calibre of riders that 
race the machines. In checking the rec- 
ord book you will find that almost every 
top ISDT or enduro rider has been or is 
mounted on a Penton—Carl Cranke, Bill 
Uhl, Joe Barker, Dane Leimbach, Lars 
Larson, Eric Jenson, Mark Adent and, of 























Eight inch travel Ceriani fork and lay-down shocks give the Mint a 


tall stance. Tall saddle height is 


counter-balanced by high ground clearance and good riding comfort. 


The ISDT-type muffler shuns exhaust rap. Loose 
chain adjustment requires elaborate guides. 


course, the Pentons: Jeff, Jack, John and 
Tom. It is these master riders that have, 
through the years, shaped the Penton line 
into an expert’s race bike. 

The mystique behind the Penton is to 
a great extent based on the eruptive and 
sometimes frightening power of the KTM 
engine. The Mint 400 engine is the big- 
gest, and substantially the strongest, of 
the Penton/KTM group. The “400” des- 
ignation is erroneous, as the engine actu- 
ally displaces 355.6cc from its 81mm bore 
and 69mm stroke. There are production- 
related reasons for Penton’s sub- 
displacement 400, but ingenious design 
advances more than compensate for its 
smaller size. 

Inside the Penton 400 cylinder is a 
chasm of machined steel and cast alumi- 
num catacombs. A total of eleven port 
openings are carved into the spun steel 
liner. The liner is a replaceable press-fit 
piece that matches with the cast-in port 
slots of the Elko aluminum cylinder. Port 
layout consists of a bridged exhaust, four 
side transfers, a matching pair of Z- 
shaped intakes and three rear boost win- 
dows. Mating to the rear boost ports is 
the oblong window in the intake side of 


lay-down location the bike pitches annoyingly. 


the Mahle double-ring piston. 

The exotic carving in the cylinder, par- 
ticularly the intake/boost port arrange- 
ment, is designed to feed extra cool fuel 
onto the hot piston crown. Because of 
the Penton’s compression ratio of 14:1, 
over-heating would be a fatal problem 
were it not for the additional fuel flowing 
over the rear of the piston. An added side 
benefit, from a performance standpoint, 
is better cleansing of the combustion 
chamber as spent gases are forced out 
the exhaust port. 

The attractively-cast eight-fin Elko cyl- 
inder is the same piece as used on the 
175cc and 250cc Pentons. Holes reamed 
through the outer edges of the fins accept 
long rubber dowels that arrest some of 
the resonant piston-ringing. The top 
edges of these rubber buffers rest on the 
bottom side of the cylinder head to reduce 
some of its metallic ringing. 

To get an extra bit of lubrication on the 
exhaust port side of the piston, a .040- 
inch hole is drilled in the front of the Mahle 
forging. This small hole lines up with the 
exhaust port bridge (to avoid breathing 
out the port opening) and feeds a small 


amount of fuel to the hot side of the 
35 





piston. Cast into the rear of the cylinder 
is an aluminum boss to accept a starting 
de-compressor. (However, acompression 
release is not fitted from the factory.) 
The bore size of the Mint is eleven 
millimeters larger than the 250 Penton 
and 15.5mm bigger than the 175. The new 
magnesium crankcases are also the same 
casting for the 250 and 400, with a larger 
cavity machined out to accept the 8mm 
wider Mint crankshaft. Oddly, the crank- 
shaft is offset in the crankcases by 35mm. 
This offset is necessary because of the 


extra-wide six speed gearbox. The Penton 
uses an unusual crankshaft bearing sup- 
port system with two caged rollers on the 
left (separated by the 35mm wide 
spacer/seal) and anon-unit ball-and-race 
bearing on the right. 

Straight-cut spur gears are used for the 
primary drive. The one-piece clutch hub 
houses 7 friction and 7 drive plates. Eight 
springs provide the tension. An improved 
six-speed transmission with stronger 
gears is the same for all the new Pen- 
ton/KTM models. The ratio spans are close 


and equally spaced. Shifting is accom- 
plished with a claw-type arm that rotates 
a grooved cam drum. Three shift forks 
slide the gears back and forth on their 
shafts. Four ball bearings support the 
gear shafts. 

The chassis is an assemblage of round 
and oblong 4130 chrome moly tubing. 
Oblong tubing is used between the swing 
arm pivot and top (vertical) shock mount. 
In the center of this member is the top 
damper mount for lay-down shock at- 
tachment. Support plates are used on the 
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swinging arm and between the split tubes 
under the gas tank. Most of the electric 
arc welding is sloppy but abundantly ap- 
plied. The rear shock mount permits lo- 
cation of the shocks in seven positions— 
from 45° lay-down, to full forward mount, 
to standard vertical. In order to facilitate 
these adjustments the swing arm is tre- 
mendously long: 19.5 inches. 

Both the front fork and rear shocks are 
by Ceriani. The fork is the new eight-inch 
travel unit (which actually moves 7.5 
inches). Supporting the 35mm diameter 
chromed stanchions are aluminum triple 
clamps that ride in un-caged ball bear- 
ings. The rear shocks are new gas/oil 
dampers. They are factory-pressurized 
and sealed. The large 10.5mm diameter 
shock shafts provide four inches of full 
travel. The standard springs are 120- 
pound per inch coils, and five different 
pre-load settings can be selected with the 
bottom adjuster. 

The exhaust system is an intricate 
combination of tuned expansion chamber 
and ISDT-type muffler. Ignition is supplied 
by a Motoplat CDI unit with external fly- 
wheel. Incorporated with the ignition is 
a 35 watt/6-volt lighting coil for the head- 
lamp and tail light. The headlight is a 
25/25-watt CEV with a dual element stop 
and tail light. The archaic sheet-steel-en- 
cased switch control feeds wires to a 
simple junction block under the gas tank. 
Included are a horn and kill button. 

Both fenders and side covers are light- 
weight, flexible plastic and the 2.9 gallon 
gas tank is of the same fuel-resistant 
material. It has two petcocks with on/off 
and reserve positions. The wheel hubs 
are magnesium and lace up to U-shaped 
Akront rims. Tires are the flat-type Metzler 
knobbies with one bead lock up front and 
two at the rear. 

Our first outing with the Mint 400 was 
in the Eldorado National Forest above 
Sacramento. Lush terrain and superb 
traction made conditions absolutely ideal. 
The bike was new—and the ride was a 
nerve-racking experience. The Penton 
was rigid, uncomfortable and terribly 
pipey. Everything about the bike— 
suspension, saddle, shifting, brakes, and 
engine response—was stiff. 

Once in our own back yard, we found 
the Penton to be no more friendly than 
it had been during our 50-mile woods ride. 
Starting requires a strong leg and stiff 
boot. The clutch lever pull is heavy and 
frictional drag of the plates is a bit of a 
problem. The Ceriani fork and shocks are 
venomously stiff, and not tempered at all 
by the board-hard saddle. Shifting is a 
sluggish affair and a fierce vibrating tingle 
eats into the rider’s feet and hands. Most 
unnerving is the light-switch throttle re- 
sponse. The engine is virtually a two- 
speed power plant—a zero to one-eighth 
throttle lope, and WFO. It’s impossible to 
give the throttle more than one-half turn 
in the lower three gears without going 
over backwards. In rocks and sand the 
skittery front tire digs narrow trenches in 


_ turns to quicken already sharp steering. 


The Penton’s unwillingness to conform 
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to most of our desires made us curse the 
bike for the first 100 miles. We then pro- 
ceeded to make some minor changes. 
The recommended 8-ounces of fork oil 
were replaced with 6-ounces of Hi Point 
lubricant in hopes of acquiring a little 
more cushion. The stock shock springs 
were replaced with 110 pound coils. The 
non-spring-loaded foot pegs were re- 
moved and friction spots ground away. 
A few 65mph brake-dragging stops were 
made to burn in the squeaking, grabby 
binders. 

Our next ride was in the Prospectors 
85-Mile Gold Rush Enduro in rock-and- 
sand-strewn Lucerne Valley, in the Mo- 
jave desert. At both three-mile speedom- 
eter checks the VDO odometer read 
spot-on, and at all 12 secret check sta- 
tions the speedometer never varied more 
than a half-tenth. An easy first loop was 
enough to establish that the fork oil 





Beautiful castings locate crank and six-speed 
gearbox. Deep inset holds two crank bearings. 


change (and miles) helped the Ceriani 
unit perform ideally: the ride was cushy 
and damping perfect. The rear suspen- 
sion was likewise much better, and upon 
demand moved its full seven inches of 
travel. 

On the second loop the terrain became 
much rougher while challenging speed 
averages were combined with tricky 
check locations. The suspension was 
punished, with both fork and shocks 
pushed to their full travel thousands of 
times. Occasional bottoming of the 
Cerianis let us know the springing was 
just right. Fork damping remained con- 
stant, but the rear end pitched and yawed 
constantly as damper heat increased. 
Persecution of our lower extremity was 
eased as the stiff saddle foam softened 
and conformed. We were able to finish 
the enduro with zero points and 17 sec- 
onds lost. The Gold Rush enduro results 
listed our Penton rider as third overall, 
out of 500 entries. 

Within a couple hundred miles the Pen- 
ton 400 had loosened up a great deal. 
Shifting had smoothed, and engagement 

(Specifications overleaf; 
text continued on page 106) 
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Motoplat ignition is CDI without points. Small 6-volt 
coil provides current. Flywheel is heavy. 





Generous finning cools the hot two-stroke. Rubber 
dowels arrest piston ringing. Missing fins on head 
make clearance for pipe. Piston is Mahle. 





Incredible array of ports compensate for sub-400cc 
displacement. Intake windows are Z-shaped. Cat- 
ear boost ports get extra fuel on piston. 
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PENTON MINT 400 ENDURO 
Price, suggested retail 
Tire, front 


5:1 X T2 ‘in: 

(130mm x 30mm) 

7.0 x 0.98 in. (180mm x 25mm) 
40.75 sq. in. (265 cm?) 

10.43 Ibs/sq. in. 

@ test weight 

Engine type Two-stroke, 
piston port, single 

81 x 69mm (3.19 x 2.72 in.) 
355.56 cm? (21.69 cu in.) 


Brake swept area 
Specific brake loading 


Bore and stroke 
Piston displacement 
Compression ratio 
Carburetion 1-38mm Bing 
Air filtration Twin air, oiled foam 


FUG Capacity exams an cocenacricuceteemnetns 2.9 gal. (11 liter) 
Oil capacity 1.25 qt. (1200 cm?) 
Electrical power 6V/35W AC generator 
Primary transmission Straight cut spur gear 
Gear ratios, overall (1) 30.723 (2) 21.247 

(3) 15.929 (4) 12.452 (5) 10.576 (6) 8.963 
Wheelbase 57.2 in. (145.3 cm) 
Seat height 35.0 in. (88.9 cm) 
Ground clearance 10.75 in. (27.3 cm) 
Curb weight 265 Ibs. wet (120.2 kg) 
Test weight 425 Ibs. (192.8 kg) 
Instruments VDO speedometer w/trip reset 
Average fuel consumption 


Engine 
Speed 
2500 
3000 
3500 
4000 
4500 
5000 
5500 
6000 
6500 
7000 
7500 
8000 
8500 


wo 
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HP Torque 


5.09 

6.21 

8.35 
10.41 
12.31 
14.76 
21.26 
27.31 
31.49 
34.36 
34.16 
34.12 
30.28 


10.72 
10.89 
12.54 
13.68 
14.37 
15.51 
20.30 
23.91 
25.44 
25.78 
23.92 
22.40 
18.71 
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Test Conditions: 
Barometer 30.10 
Temperature 68° Dry 60° Wet 
Correction Factor 1.024 
As Tested on the Webco Dyno 








Maximum Maximum 
Power rpm Safe rpm 








Road Speed 


vs Engine Speed 
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CARL CRANKE 


From riding scrambles on a Suzuki 50 

~ to flat track and TT on a Triumph 500 
to motocross on a 125 Penton to three 
consecutive gold medals at the ISDF 
Carl Cranke is an eminent key. tota: 


® Too seldom do we realize that our ISDT 
riders are some of the most sharply-honed 
athletes in the world. Physically they must 
be strong, but more than that, incredibly 
tough. Their legs lift them hundreds of 
times in a day. They must paddle, push, 
kick, run, walk and carry the rider, 25 
pounds of clothes, ten pounds of tools 
and sometimes the motorcycle. Arms and 
shoulders have to steer, twist, lift, pull, 
push and actas shields against oncoming 
tree limbs and flying debris. Hands and 
fingers must be strong enough to tear 
tires off rims and nimble enough to 
change a carburetor needle clip in the 
middle of a mud bog. Hearts and lungs 
have to be impervious to fatigue. Eyes 
must see paths that don’t exist and read 
muddy stream depths. Feet, already 
shortened two-sizes from collisions with 
tree stumps and rocks, are required to 
gently feather the brake and carefully 
nudge tired gears from one notch to an- 
other. Compulsory is a mental ability to 
drive the body on without regard for pain. 

Cat-like reflexes and an uncanny 
knowledge of picking the right line on 
unknown terrain are necessary to avoid 
abusing the vulnerable parts of the ma- 
chine. Care, understanding and passion 
for the motorcycle mold rider and bike 
into a precision team that must endure 
the toughest six days in motorcycle rac- 
MAY 1975 


U.S. win in the Six Day. 
by Dave Holeman 





ing. Six Day riders develop themselves 
into robots, tireless and unerring, stronger 
than most machines. 

Carl Cranke is possibly the finest ISDT 
rider in the U.S.A.—certainly the best from 
the West. On a points basis, Carl tied with 
Bill Uhl and Jack Penton for first place 
after the 1974 ISDT Qualifiers. He has won 
a gold medal in all three of his ISDT rides 
and golded in all but two of the Six Day 
Qualifiers he has ridden. Carl’s bikes have 
never failed him in all his Six Day compe- 
tition. Cranke is the ideal combination of 
rider, wrench and robot—the perfect 
“Mechanic.” He’s a self-made man riding 
for a world championship for the United 
States for the price of a $5.00 gold medal. 

At 16 years of age Carl started dirt 
racing on a 50cc Suzuki horizontal single 
through a dealer in Orangedale, Califor- 
nia. Two years later he was riding as a 
professional AMA Class-C novice. Riding 
a Triumph 500T in 1968 he became the 
AMA’s high-point short track novice. In 
his first ride on Ascot’s TT course he won 
the main on a Bultaco and set a lap record 
that stood for years. At the Long Beach 
Indoor short track he qualified for the 
Amateur/Expert main on a Triumph Cub 
while still a novice. At one AMA TT he 
won the main on a borrowed twin-pipe 
CZ MXer—ahead of Mark Brelsford. 

(Continued on page 40) 
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* TRAIN AT HOME TO BE A 


Motorcycle 
Mechanic 





If you like to 
ride a cycle 
for fun...learn how to fix 


it for profit! Can you imagine a better way to 
earn your living? And to make it even better, the 
pay is great—whether you choose to work ina 
cycle shop for someone else or decide to start 
your own cycle repair business. 

Now, thanks to North American, there’s a fast, 
easy way to get the training you need... at home in 
your spare time. No need to quit school or your job. 
Experts show you step-by-step everything from 
minor tune-ups to major overhauls. 


CYCLES ARE BIG BUSINESS 
.. AND SO IS FIXING THEM! 


There are more than 3 million cycles registered 
in the U.S, today. Plus an estimated 3 million ` 
more dirt bikes, But, there are fewer than 10,000 
motorcycle mechanics available to repair them. 
(Imagine only one mechanic for every 600 motor- 
cycles!) No wonder career opportunities are so 
great...and getting better every day. The door 
is open to you now. Rush coupon for FREE 
“Motorcycle Mechanic Career Kit.” 
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Special Cycle Tools and Test Instruments saree un 
3 fast! Professional tools plus your North me AR es 
Gai into a skilled mechanic. We teach you i w o nani 
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You'll Be the Center of 
Attraction in Your Circle of Friends... 
Be the envy of friends & neighbors 

as they flock around to watch you 

tear down and tune-up all kinds 

of motorcycles. And just think of 

, the satisfaction in knowing you’ve 

N got the best performing bike in 

town. Plus, you can make extra 

dollars fixing motorcycles for 
your friends and neighbors. 


SEND FOR FREE CAREER KIT 
Get all the facts now... with- 
out obligation. Be the first in 
your neighborhood to cash in 
on the big demand for motor- 
cycle mechanics. 













Mail Coupon Now! 
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Careers by Home-Study 
NORTH AMERICAN SCHOOL OF MOTORCYCLE REPAIR I 
4500 Campus Dr., Dept. £045 Newport Beach, CA 92663 I 
i Rush FREE “Career Kit” on how I can 
Į become an expert Motorcycle Mechanic. 
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“RED WINGS FRONT FORK 
MAKES THE OTHERS EAT DIRT.” 


RICK HOCKING 
AMA GRAND NATIONAL 
EXPERT RIDER 


“There’s nothing like the Red 
Wing front fork. It’s tuneable: 
optional springs, three spring- 
rate preload positions, 
optional rotary steering 
damper, and a Ride Guide 
that tells how to fine-tune for 
personal choice and riding 
needs. Red Wing even offers 
fork-leg-and-universal-axle 
kits that'll turn just about 
anybody's existing triple 
clamp into a champ. Just 
another winner from the 

Red Wing System.’ 


When it comes to performance, 
you can't beat The System. 


p i 






Dealers: 

For free Ride Guide, write to: 

Red Wing Group-MAC, 42nd Floor SS 
200 Park Ave., New York, N.Y. 10017 iù 


PARTNERSHIPS 


Reconditioned 
Used, 
Motorcycle 

. Shops 
will net 
$50,000/year 
$5,000 total 
investment! 
(up to 50% financing 
available from 


home office) 
AAA 
CYCLE 
EXCHANGES,,, 


OF AMERICA 
BOX 4023 
HAMMOND IND 46324 
(219) 931-6000 


























As an amateur, Carl couldn’t get the 
sponsorship he needed to race profes- 
sionally out of Sacramento. He traded his 
Triumph 500T for a 73cc Sachs and went 
desert racing. In the northern Califor- 
nia/Nevada desert he dominated the 
trailbike class (0-100cc). In 1969 Lars 
Larson offered Carl a ride on a 125cc 
Penton with partial sponsorship. Every 
hare scrambles and motocross Carl rode 
on that bike, he won. In a partnership 
arrangement, Carl and a friend opened 
a Penton/CZ dealership where he worked 
as the mechanic and machinist. He now 
had three bikes—125 Penton, 250 CZ and 
400 Maico—and was racing nine motos 
every Sunday and winning most of them. 

The new Penton distributor, Fred Mox- 
ley, offered Carl a bike to ride in the 1972 
Trask Mountain two-day ISDT Qualifier. 
Carl accepted, and rode the 125cc Pen- 
ton to second overall in his first-ever Six 
Day Qualifier. Soon thereafter Carl went 
to work for Penton West as a mechanic 
and his interest in motocross was dis- 
placed by complete fascination with the 
ISDT. Carl seemed to be a natural Six 
Day rider from the outset of the Trask 
Qualifier. In the Ohio Qualifier that 
year Cranke won one of only two gold 
medals given. He was riding a 175cc 
Puch. Just before official results were 
figured, an impossible hill section was 
thrown out to allow more riders golds. 

That year Carl earned a trip to the 1972 
ISDT in Czechoslovakia on the U.S.A. 
Penton Trophy Team—the best ride an 
entrant could get. Riding a 125cc Penton 
Carl won a gold medal—in his first contact 
with Europe and the Six Day. At home 
Carl became service manager for Penton 
West and he lost interest in racing ex- 
cepting ISDT qualifiers, long distance 
cross country races and grand prix 
events. Since then he has won the Vir- 
ginia City Grand Prix overall twice and 
has five or six class wins at the Hopetown 
G.P. In cross country races, on his Penton 
125, he almost always won his class by 
substantial margins and on occasion took 
overall honors. 

The passion for ISDT gold anda U.S.A. 
trophy team win in the Six Day are fore- 
most in Carl’s drive to win. In 1973 he 
again went to the ISDT—the first to ever 
be held in the states. He again rode on 
the trophy team and again gold medaled. 
The best year for Carl was 1974 where 
he won two qualifiers overall and got five 
golds for five rides. One of those wins 
was the most torturous U.S.A. qualifier 
ever—the gruesome two-day event by the 
Shamrocks M/C in rock covered Barstow, 
California. 

For the 1974 ISDT Carl was listed to 
ride in the 251-350cc class. However, he 
was hopeful that he would be able to ride 
a 250 as he had the year before. Upon 
arrival in Italy two days prior to the start 
of the Six Day he found a 347cc KTM 
waiting for him. This bike has a one- 
millimeter-smaller bore diameter than the 
Penton Mint 400 to keep it in the under- 
350cc class. The bike was brand new and 


(Continued on page 74) 
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Performance. Three reasons 

ri © on Un coe Dunlop tires turn on more cycles 


and cyclists than any other tire. 


Like the Dunlop K-81. Its trigonic 

F dan dn profile (the industry’s first) assures a stable wet grip, 
and it bites hard even at a 45 degree lean. That’s 

performance! Dunlop has proven tread designs for 
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‘DAYTONA 200 Ž 


Sticking to a plan that was realistic and beautifully conceived, 
Gene Romero was fast, clever, and around when it counted. 
By Cook Neilson, Phil Schilling, Kevin Cameron 


® “The race worked out just as our strategy 
planned. Bobby Strahlmann, my dad and I 
developed a plan where I would keep the race 
leaders in sight without actually dicing with 
them, because that’s when you break or fall 
off. Agostini and Kenny Roberts and those 
guys can disappear anyway, and when they 
race themselves out of the race, there’s ol’ 
Gene .. . ready to take over.” 

Tiger Gene Romero’s battle plan—drawn in 
perfect symmetry with his own talents and the 
talents of the competition—yielded Gene’s first 
Daytona 200 win and his second AMA Na- 
tional road race victory in a row, as well as 
an unavoidable conclusion: Gene Romero, if 
not this country’s flashiest road racer, is cer- 
tainly one of its greatest money riders. Other 
than a few awkward moments early in the race 
when he found himself in close proximity to 
a hyper-pumped and constantly active Steve 
McLaughlin, Romero never put a wheel wrong 
for 200 record-breaking miles. When he 
climbed in pain (leg cramps) off of his 750 
Yamaha, Daytona was his, and he deserved 
it. All of it. 

Roberts had a race strategy of his own, as 
tightly coordinated to Kenny’s massive talent 
as Gene’s was to useful reality. “The track 
was cold,” Kenny said after the race, “so it 
took a little while for the tires to get up to 
280 degrees. Once that happened, I set a pace 
that felt to me like about 2:07 sec. laps, be- 
cause | wanted to see if Ago could sustain 
a 2:07 pace. It didn’t matter to me that Lan- 
sivouri was out in front. So I waited and waited, 
expecting to see Ago. He never showed up. 
Then on lap three I said the hell with it, got 
past Teppi and then settled into a pace that 
I could sustain without too much concentration 
and without too much danger for 200 miles, 
and waited for the distance to go by.” 

Roberts didn’t have long to wait. Having 
established during tire testing and the week 
previous to the race a superiority over his field 
unmatched in Daytona history, mighty Kenny 
felt his clutch begin to act up on about lap 
8. “Sure, it was disappointing. But it didn’t 
happen all at once. I noticed something funny 
with the clutch about six laps before I had 
to pull in, and during that six laps I got used 
to the idea that I wasn’t gonna make it. 

“You know,” he continued, “that’s the first 
time that one of the team four-cylinders has 
ever quit. Gene and Donnie have wadded ’em 
up, and every now and again one’ll have a 
problem and have to go slower. But this is 
the first that just stopped.” 

It stopped, finally, on lap 16, after: Roberts 


had spotted Suzuki’s Teuvo Lansivouri a gen- 
erous lead and then gobbled him up in the 
space of a little more than three miles; after 
he had settled into a safe and supersonic 
rhythm that had the quickest of his pursuers 
dropping astern at a rate that suggested they 
were dragging anchors; after his primary 
threat, Venezuelan teen-ager Johnny Cecotto, 
had been banished from the front of the 
starting grid to the rear of the third wave when 
oil was spotted leaking from a high-pressure 
transmission fitting; after Suzuki’s Mystery De- 
fect, which traditionally hides all week and 
emerges quickly and ruinously on race day, 
had introduced itself; and after making it 
abundantly clear that arch-rival Giacomo 
Agostini could no longer muster what it takes 
to run at the Roberts gait. With Kenny’s bike 
leaning disconsolately along the pit wall, sud- 
denly—and for the first time all week—it looked 
like Daytona, generally regarded as the most 
important motorcycle event in the world, would 
be a race after all instead of a location to 
which young Mr. Roberts could send a letter 
requesting the prize money. 

Mr. Roberts is now, and should be for years, 
the finest pavement competitor in racing. He 
had logged over 500 miles last winter develop- 
ing tires for Goodyear and sorting out the 
new monoshock chassis for Yamaha, and 
when Speed Week opened reports of Kenny’s 
lap times—2:04 seconds consistently—were 
met with disbelief and bewilderment. No- 
body—including Roberts—was within two sec- 
onds of 2:04 by Wednesday, and by Wednes- 
day everybody else felt they had a glimmer 
of a chance. Until Thursday. Which was when 
Kenny Roberts, and the rest of the field, 
qualified. 

Roberts has attained unquestioned suprem- 
acy not because his gyroscope is better than 
anybody else’s, although it undoubtedly is; not 
because he is braver than anybody else, al- 
though he is more than brave enough; and 
not because he can’t stand to lose, although 
he hates to get beat. Kenny is the best because 
he is the smartest. He views racing with a cold 
and analytical mind, never forgetting what he 
has learned from Kel Carruthers and what 
he has taught himself. Racing for him is cere- 
bral expression and careful strategy; athletics, 
for Kenny, has nothing to do with it. Other 
racers express themselves in terms of aggres- 
sion, scary circumstances countenanced with 
equanimity, and select risk-taking. Roberts 
expresses himself in mechanistic terms having 
to do with suspension settings, tire compounds 
and that most important aspect of his racing 


profile that he refers to as, “The Brain.” 

“He was just incredible during tire testing,” 
said Goodyear’s Gary Bryson. “After we had 
experimented for days and days with different 
chassis combinations and had used up 48 tires, 
Kenny said, ‘OK, I think I’ve got it: we use 
this rear tire and this front, these fork springs, 
this monoshock setting and that spring rate, 
these suspension fluids and this much of each 
one, this gearing and those jets.’ And then 
he got on the bike after it had been prepared 
to his specifications and cut a string of 2:04s, 
all by himself, not another bike on the track. 
Then he pulled in and said, ‘That ought to 
do it. Yamaha never even sent the bike back 
to California. Just put it in a box and left it 
in Daytona until Speed Week. As far as evalu- 
ating tire activity and setting up a chassis for 
racing, Roberts is the best we’ve seen since 
Cal Rayborn.” 

Good as the Yamahas unquestionably were, 
there were other bikes. For Barry Ditchburn, 
Yvon duHamel, Mick Grant, Jim Evans and 
Takao Abe, Kawasaki had a clutch of all-new, 
ultra-light, water-cooled 750cc Triples that 
reflected everything the Big K learned racing 
the air-cooled H2Rs. The new bikes were light. 
rigid, good-handling; the engines were unre- 
stricted as to transfer port area, high-rewing, 
and equipped with six-speed transmissions. 
They were also brand spanking new, a charac- 
teristic that Daytona seldom rewards and 
wasn’t about to for 1975, as it turned out. 
Less startling but, according to a team me- 
chanic, “so trick you just wouldn’t believe it,” 
were the ’75 Suzukis, prepared for Barry 
Sheene, Lansivouri, Dave Aldana, Gary Nixon 
and Pat Hennen. “For openers,” he said, 
“they're unbelievably light—much lighter than 
the Yamahas and the Kawasakis. They've 
got—are you ready for this?—alloy swing arms! 
Weigh about 3% to 4 pounds. See these little 
screws for the clutch cover? They're aluminum. 
The bikes have all kinds of little plastic fittings 
and things all over them, not to mention a 
six-speed transmission, chain tensioner and 
oiler, forward-cant shock absorbers, you name 
it. They've got aluminum front brakes, the 
vented rear discs, all-titanium motor bolts and 
studs, and look at this expansion chamber 
hanger: it’s a cast magnesium piece, with 
rubber grommets inside! This year’s bikes are 
42 pounds lighter than they were last year— 
most of the weight came out of the crank- 
shaft—and they total right at 312 lbs.” 

But Yamaha hadn’t been standing still. For 
1975 the team bikes (as well as selected 
others) displaced an even 750cc, and there 
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Ultra-wide-profile Goodyear tires tended to interfere with 
chain. Filing solued problem for most TZ-750s. 








Sea A 


H-D and Kawasaki continue to threaten Yamaha light- 
weight domination. But they lack Kenny Roberts. 


The ultra-new Kawasaki KR-250s handled well, went 
fast and had typical first-time teething problems. 








were a few monoshock TZs about. Roberts 
had one (Romero didn’t, and neither did Cas- 
tro), Hirdyuki Kawasaki had one, Agostini had 
two and Steve Baker, riding for Yamaha Motor 
Canada, had one. The increase in dis- 
placement and certain other engine modifi- 
cations yielded alleged horsepower readings 
that Yamaha personnel were quick to deny: 
145 bhp at the rear wheel. 

The monoshock chassis were equally suc- 
cessful. The biggest difference between them 
and the conventionally suspended TZ-750s, 
according to Baker and Roberts, was the way 
the bikes behaved on the high banks. “Last 
year,” said Baker, “they'd weave and wobble 
all over the place; this year they track around 
the banks smoothly.” 

“Last year’s bikes,” added Roberts, “would 
use up all their rear suspension travel acceler- 
ating out of corners, so when you hit a bump 


With one minute to go, John Cecotto’s bike leaks 
oil—and he is hustled to the back of the 3rd wave. 
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Dave Aldana shredded two Z-ls in practice, hopped 
on a third, and skidded to a win in Open Production. 


or an irregularity, the rear end’d be all bound 
up, and then the bikes’d wiggle. Not only that, 
but a conventional swing arm isn’t very stiff 
compared to the monoshocker. If the swing 
arm flexes, the bike wiggles. These don’t.” 

After Yamaha had done its chassis and tire 
development in mid-winter, Suzuki and Kawa- 
saki moved in for their share of private devel- 
opment. The Kawasakis, as it turned out, were 
not only new—they were slow and new. By 
Monday, almost a week before the race, Ka- 
wasaki was cutting pistons and porting cylin- 
ders outside their garage, traditional Kawasaki 
track-side R&D. Later in the day one of the 
new 750s high-sided Jimmy Evans, giving him 
a concussion and a broken collarbone, and 
still later duHamel tipped over in the fast infield 
sweeper and felt the next day “like a policeman 
had beat me all over with a fire hose.” 

Poor Suzuki didn’t even make it to Speed 
Week before profound trouble struck. The 
week preceeding official practice, Barry 
Sheene, the team’s standard-bearer, was arc- 
ing past the start/finish line at 174 mph when 
a Dunlop rear tire came apart, leaving a short 
dashed line on the pavement and depositing 
Sheene in the Halifax Hospital with cracked 
vertabrae, a broken upper leg, busted ribs and 
multiple contusions and abrasions. Sheene, at 
last report, was short-term lousy and long-term 
okay. The wreck left the Dunlop people with 
a real dilemma: was the tire at fault, or had 
the engine or gearbox seized, ripping the tread 
off the tire? British representatives of the 
company admitted they didn’t know, and un- 
dertook to find out by dismantling 14 tires. 
No other defects were found. 

“The basic design of the rear tire was devel- 
oped for Talladega and Ontario in 1974,” said 
Dunlop’s Tony Mills. “We had no problems, 
and the tire was competitive. In December of 
1974 we were extremely pleased when Suzuki 
invited us to test with them. They did a 200- 
mile simulation using Lansivouri, Sheene and 
Aldana, and again, we had no problems. Just 
before Speed Week, Suzuki returned, and we 
mounted tires for all the team bikes. We were 
happy. They were happy.” 

Everybody was less happy after word spread 
of Sheene’s crash, and little by little the riders 
deserted Dunlop and switched to Goodyear. 
The issue was settled for good later in the 
week. Under circumstances identical to those 
surrounding Sheene, Holland’s Henk Klaassen 
suffered a rear tire failure just past the start/ 
finish line and unloaded vigorously off his 750 
Yamaha. Immediately afterwards Dunlop said, 
“. . . after the incident today involving Henk 
Klaassen, we decided, in the interest of safety, 
to withdraw all Dunlop tires from the rear of 
750cc Expert and Junior machines. Because 
of the time factor involved in thoroughly ex- 
amining the tire involved in the accident, we 
are unable to make a definite statement on 
the condition of this tire, and . . . have taken 
the decision to withdraw our tire from the rear 
wheel of all 750cc motorcycles.” The tire from 
Klaassen’s Yamaha looked, after his wreck, 
identical to Sheene’s tire. 

Unlike last year when top speeds were mon- 
itored with the electronic equivalent of a sun 
dial and announced with hyper-thyroid enthu- 
siasm, a formal speed trap was set up this 
year, about 300 yards before the finish line. 
The quickies? Ken Roberts: 172.08 mph; Hir- 
dyuki Kawasaki: 170.38; Phil McDonald: 
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Suzuki's Teuvo Lansivouri qualified well and led early. 
A loose chain and a crash subsequently parked him. 


169.41; John Cecotto: 168.85; Giacomo 
Agostini: 168.53; Gene Romero: 168.22; Jeff 
March: 167.28; Don Castro: 166.97; Hurley 
Wilvert: 166.25; Gary Nixon: 165.74; Pat Hen- 
nen: 165.44; Wes Cooley: 164.83; and Dave 
Aldana: 163.93. 

You’ve run across the name Cecotto several 
times by now. For starters, he’s nineteen years 
old, of Italian parentage, lives in Caracas, 
Venezuela, and goes fast. He competed at 
Daytona in 1974 aboard a 350 Yamaha twin, 
finished 35th, and didn’t scare anybody. The 
AMA’s Dave Despain encountered Cecotto 
and his crew Sunday evening at the Holiday 
Inn across from the speedway. They had a 
bike (sitting in the lobby), no truck, no garage 
space, no spares, and barely enough tools to 
repair a dripping faucet. Their race bike was 
equipped with standard chambers (the kind 
that break), standard Japanese shock ab- 
sorbers (the kind that wobble), and a 750cc 
conversion kit (the one that was to give heart- 
burn to nearly every privateer that tried it). 
He was sponsored by Venemotor, the Vene- 
zuelan Yamaha distributorship headed by Sr. 
Andrea Ippolito, and his Daytona entourage 
included three mechanics. Along with no 
garage space, no monoshock and no truck 
the Cecotto gang had no refuelling gear—a 
problem that was attended to by Bob Work 


Gary Scott, feeling that Roberts is not unbeatable, hustled his 250 HD to a good second. 


= 
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and the Yamaha Motor Canada team. After 
Cecotto qualified on Thursday his name was 
heard with greater and greater frequency 
around the pits and in the Daytona motels; 
on Sunday he would exert, except for Roberts 
and Romero, the most electrifying influence 
on the outcome of the Daytona 200. 

But before that happened there were sundry 
other events to be attended to. The four Nov- 
ice heats were won by Cliff Guild, Benny Del 
Monico, Ted Davidson and Dan McWhorter. 
Dana Dandeneau, a high school student from 
Pleasant Valley, NY, finished behind Davidson 
in the fastest heat, and went on to win the 
76-miler with Guild in second, McWhorter 
third, Robert Baron fourth and Davidson fifth. 
He was asked afterwards how he happened 
to be out of school, and racing at Daytona. 
The seventeen-year-old replied, “Well, the 
principal stood up for me once, but this time 
they think I’m sick.” Dandeneau averaged just 
over 94 mph and took $540 back home. 

The Junior race was packed with drama, 
as Junior races often are. Dale Singleton, a 
front-row qualifier, stalled his big Yamaha on 
the grid and had to start from the back of 
the pack. On the banking on the last lap 
Singleton’s bike, in the lead, started to sputter, 
and Gary Lee Blackman, who won the Novice 
race at Daytona three years ago, blasted by 
for the win. Singleton coasted across for sec- 
ond, Scott Erickson was third, Skip Aksland 
was fourth and Murray Hoffman was fifth. 
Blackman averaged 102.106 mph. 

Production bikes were invited to Daytona 
for the first time, and while there were in 
excess of 40 entries for the new 400cc class, 
the two Heavyweight fields (750cc and Open) 
were somewhat sparce—about 20 entries total. 
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John Cecotto, Gene Romero and Steve Baker all had 
problems. Romero dealt with his best. 


The Lightweight 38-miler, as predicted, was 
a duel between Scott Clough’s RD-350 (pre- 
pared by Clough) and Bob Tigert’s RD-350 
(prepared by Harry Hunt). On a track as fast 
as Daytona, horsepower has a way of prevail- 
ing, and it did this time to the advantage of 
clean-riding Tigert. Clough was a good second 
and Henry Olynger was third. The only real 
threat to Tigert or Clough was Ed Turjanica, 
a seasoned muffler-bike rider from Ontario, 
Canada. Turjanica was in the process of press- 
ing to the front when he crashed. 

David Aldana, having exploded two of 
Yoshimura’s Finest, hopped aboard a third 
Z-1 with his Mr. Bones leathers and won the 
Heavyweight class ahead of Action Fours’ Bob 
Endicott, Yoshimura’s Yvon duHamel (whose 
Z-1 was streaming sheets of oil out its right 

(Continued on page 84) 
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® Nothing about the new MV Agusta 750S 
America is understated. Strong, visceral 
and bold, the bike overwhelms everything 
around it. This red-and-silver roadster 
becomes the indisputable center of at- 
traction everywhere it deigns to appear. 
And the 750S America is overwhelming 
in other ways: it makes a conservative 75 
horsepower, rushes through the standing 
quarter-mile in 13.06 seconds, passes the 
dragstrip timing lights at 105.14 mph, pulls 
like a truck from 2000 rpm, tips the decibel 
meter to 94 db(A), pierces its surround- 
ings with an electrifying roar at 9000 rpm, 
runs far beyond 130 mph in fifth gear, 
weighs a chunky 562 pounds wet—and 
costs a princely $6000. This cast-alumi- 
num bank vault possesses a haughty aris- 
tocratic presence. Not vainglorious— 
the MV Agusta is just purely haughty. 
Aristocratic or not, you ask—double- 
checking your wallet pocket—is the 750S 
America, or any motorcycle, worth $6000? 
The answer to that obvious question 
pivots on two considerations: first, the 
relative size of the pricetag as measured 
against an individual’s resources; and 
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second, one’s expectations of what $6000 
should buy in a motorcycle. 

Machines such as the MV Agusta 
usually receive predictable reviews by the 
motorcycle press. Usually, hyper-expen- 
sive machines cause roadtesters to soar 
off into some loose jive-rapture about 
money/ego/motorcycles/ and the den- 
sity of the paint. Or the opposite occurs. 
Testers screw on their hard noses, and 
push around comparisons like so many 
shiny pennies. Both approaches, flighty 
passion and penny-grinding comparisons, 
share at least one starting point: someone 
would buy a $6000 motorcycle on a $6000 
motorcycle budget. But that assumption 
doesn’t truck much with reality. People 
who buy $6000 motorcycles operate on 
grandiose motorcycle budgets, and they 
don’t need passion as a justification. 
Equally peripheral to them are dollar-for- 


dollar comparisons which quickly reach 
a point of diminishing relevancy in the real 
world of mega-buck motorcycle budgets. 

So how should you approach a $6000 
motorcycle? Simple. It starts with some 
hard facts of life. Motorcycles are toys 
for grown-ups. Six-thousand dollar mo- 
torcycles are toys for wealthy grown-ups. 
Because almost every motorcycle in the 
United States is a toy, no motorcycle is 
worth grievous, oppressive sacrifices to 
own. If you had to mortgage your grand- 
mother’s silverware, or anything else, to 
buy an MV, it isn’t worth it. Most road- 
testers (and readers) couldn't write a 
check for an MV without flinching, but 
the Rich of Motor Culture are different. 
They can. So first and foremost, MV 
Agustas are for those who can afford 
them—painlessly—and who agree with 
MV's interpretation of what a $6000 mo- 
torcycle should be. 

No matter how expensive, any motor- 
cycle makes a series of trade-offs, such 
as speed for noise, or weight for conve- 
nience. No ultimate be-all/end-all ma- 
chine exists for $6000 or any other price. 
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Brilliant in vad-and-silver: and traveling in a mushroom cloud 
of sound, the MV is far more than a stylish flash of light and noise. 
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If you want a silent motorcycle that weighs 
under 500 pounds, winks back at you with 
eight warning lights and has built-in 
stereo, then regardless of your resources, 
buying a 750S America would be a 
dreadful waste of money—and a perfectly 
splendid MV Agusta. 

The 750S America is powerful, quick- 
stopping, stylish, comfortable, fuss-free, 
and loud. It’s also quite heavy though it 
feels agile at legal speeds. The motorcy- 
cle handles well at normal paces, but it 
lacks outstanding handling at more ener- 
getic rates. 

The things which the MV single-seater 
does best are the most easily perceived: 
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appearance, acceleration, sound and 
speed. Everything has the look and feel 
of expensive quality, including the sand- 
cast dohc engine, the hand-hammered 
aluminum cold-air box, the suede saddle, 
hand and foot controls, and heavily 
chromed nuts and bolts. The MV engine, 
a magnificent piece of hardware, domi- 
nates the entire motorcycle. The four- 
cylinder engine appears massive and 
brutal; but close-up, the individual com- 
ponents have an intricate, almost delicate 
character. 

Belying its considerable weight, the 
750S America makes a tight, compact 
package. The steel tank and seat have 


the same spare lines of MV’s current 
Grand Prix bikes. Its styling gives the 
machine a tight, economical grace; noth- 
ing looks contrived or affected. The new 
roadster escaped the trendy angular styl- 
ing of Giorgetto Giugiaro and his rec- 
tilinear pencil. 

The sensual MV broadcasts the best 
sound trip in motorcycling. Through the 
dragstrip traps, things sound as if there’s 
a Grand Prix war in full progress. When 
the MV double-knocker peaks at 9000 
rpm, you understand what the British 
press means by that quaint transat- 
lanticism, ‘‘full chat.” 

The 750S America represents the kind 
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of machine which MV Agusta and Com- 
merce Overseas Corporation believe an 
affluent American clientele will buy for 
$6000. To anyone who knows anything 
about motorcycle Grand Prix racing, MV 
Agusta is a self-explanatory concept. 
Commerce Overseas Corporation in New 
York, long associated with MV Agusta in 
the helicopter business, is the sole United 
States importer for MV motorcycles. Chris 
Garville from COC and Jim Cotherman, 
an MV retailer in the United States with 
credentials as a racer-tuner-developer, 
went to the MV factory in the fall of 1974. 
The American duo proposed a series of 
changes to update the existing 750 MV 
Agusta. The factory took their proposals 
under advisement and began work on a 
revamped roadster. Garville and Cother- 
man, working in concert with factory per- 
sonnel, saw the new motorcycle, em- 
bodying their suggestions, literally take 
shape. Contrary to the stereotyped Italian 
scenario, where tomorrow is always next 
year, the America project went forward 
rapidly. Inside fifty days, the MV factory 
had a prototype rolling. The America 
project received important encour- 
agement and support from Fredmano 
Spairani, an MV director. (Italophiles may 
remember Spairani as the corporate head 
of Ducati, when the Vee-twins were 
launched and the 750 Desmos won the 
inaugural Imola 200.) 

Power was a key consideration. The MV 
four-cylinder responded well to prodding 
because it contained all the basic ingre- 
dients for great performance. Fundamen- 
tally, the engine is the old 500 Grand Prix 
unit which MV raced successfully from 
the 1950s to the mid-1960s. When it first 
appeared in production form, the engine 
displaced 600ccs; later MV bumped it to 
743cc, and now, in the America model, 
the capacity has gone to 788cc. 

Its growth has been carefully monitored 
and controlled. MV does not work on the 
American hot-rod principle, “hog it out 
and hope for the best.” MV precisely 
calculated the loads on all power-train 
components to guarantee reliability. And 
it paid off. At the dragstrip the MV’s 
horsepower, weight, and tall first gear 
savagely abused the clutch, which with- 
stood the brutality without slipping or 
protesting or even serving notice. 

Some of the power increase has come 
from enlarging the pistons two millimeters 
(bore and stroke are now 67mm x 56mm); 
another increment was added by raising 
the compression ratio (from 10:1 to 
10.2:1), but the greatest power gain lies 
in the cylinderhead. 

The cylinderhead has been recalibrated 
to deal with the increased displacement. 
The factory resisted the simple expedient 
of adding squish bands in the combustion 
chambers in order to cover the larger 
pistons. MV reflowed intake tracts, in- 
stalled larger intake and exhaust valves, 
and completely resphered the combustion 


chambers. 
Gone are the 24mm UBF Dell ’Orto 


carburetors which fed the first 750 Sports. 
In their stead are a quartet of 26mm VHP 
Dell ’Ortos which, unlike the old set-up, 
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Camshafts ride on ball bearings at outside ends, 
and needle bearings adjacent to cam-drive gears. 





The four carburetors operate via a single-pull 
cable; intricate air box is hammered aluminum. 





Crankshaft block assembly minus the crankshaft. 
Cylinder-stud bolts are chromed to prevent rusting. 


MV's crankshaft block assembly gives the crank- 
shaft extraordinarily precise and strong support. 





This gear train runs up the center of the engine and drives the camshaft gears. 
The train gears, spinning on six ball bearings, are matched to one another. 
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The crankshaft block assembly bolts into this main tub. The transmission and 
clutch can also be removed without pulling the tub out of the motorcycle. 
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The fifth driven-gear feeds into this assembly; 


driveshaft output emerges at top of photo. 





Hole in crankcase bottom holds oil pump assembly. 
Belts run to the (absent) Bosch dynastart unit. 


have completely enclosed tops. The old 
derrick slide-lifters are gone; the new MV 
has a single-cable race-type actuation 
mechanism. 

While the 788 engine uses more car- 
buretion than early 750s, the big engine 
actually has a milder camshaft, in terms 
of lift and duration. The immensely tracta- 
ble engine has power from 2000 rpm to 
9000 rpm. 

Machinery fascinates nearly all motor- 
cyclists; some find whirring gears and 
shafts positively addictive. Hardware 
junkies blow themselves away on MV 
engines. It is a masterpiece of precision 
castings, gears, needle bearings, ball 
bearings, shafts, and all other things in 
the hard goods department. Were it 
mass-produced, the engine would still be 
murderously expensive to build. 

Item: A matched set of three straight- 
cut gears runs up between the interior 
cylinders; this gear train, driven off the 
crankshaft, in turn drives the gears which 
turn the camshafts. 

Item: The pressed-together crankshaft 
turns on ball bearings (at each end) and 
four enormous split-cage roller bearings 
at interior points. Unlike any other pro- 
duction engine in motorcycling, the 
crankshaft is held inside a separate cylin- 
der-block casting, and this sub-assembly 
bolts into the main engine casting. This 
method of construction, a carry-over from 
MV racing engine design, gives the 
crankshaft incredibly strong support, 
minimizes thermal distortions, and elimi- 


(Continued on page 94) 
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MV AGUSTA 750S AMERICA 
Price, suggested retail............ POE, New York, $6000 
Tire TOME yeencc means cer. 3.50 x 18 Metzeler Rille 10 Rib 
ear xeoscceumetemmeeee an Seer: 4.00 x 18 Metzeler Block 
C7 Racing Profile 
Brake- THOM Ted eens oireen ee 11 in. x 1.4 in. x 2 
(280mm x 35mm x 2) 
a EEIN 7.9 in. x 1.8 in. (200mm x 45mm) 
Brake swept area............... 213.4 sq. in. (1376.4 cm?) 
Specific brake loading....................... 3.46 Ibs./sq. in. 
EnGinestVoCre. 5... ee ee Four-stroke dohc four 
Bore andistro Ken aa ar o Mesa 67mm x 56mm 
(2.638 in. x 2.205 in.) 
Piston displacement................ 788 cm? (48.08 cu. in.) 
Compression ratio ........ Pe ae E fo pe Si a E 
GarbURCtO Ms ak nii ..4; 26mm VHB Dell’Orto 
Air filtration .........000.0000000.. PE Dry synthetic fiber 
TOME Rit wee cet Pee a a A Battery and coil 
Lay enn Ged olan erento: Mew ee eee nts ncaa Seared lfm ayy 
(PONG WEY DHE DIM Anine on: EE E EEA 
EESE Nall sea E N AREA E E unl eee. 
Mph 71000 trom: top gearr eneee Ea e een 
Fuellcapachty «raroa a 5.0 gal. (19 liters) 
OikcapacYeneo r E 5.0 qt. (4.7 liters) 
Electrical POWEF nousin auium ieaiai 135 watts 
BANEN en A a Gaels e A 12V, 14AH 
Gear ratios, overall ............ (1) 11.68 (2) 8.45 (3) 6.47 
(4) 5.44 (5) 4.98 
Wheelbase „u seeiunuipicanine nieee 55 in. (139.7 cm) 
Seatheld IME rns cae int Ea N 29 in. (73.6 cm) 
Ground clearance irwcsttay ue eeeeeewveees 5.3 in. (13.4 cm) Maximum 
Curb weight ae ee 562 Ibs. (252.9 kg) Safe rpm 
Test WTO ee 740 Ibs. (335.7 kg) 7 F 
Instruments........ Speedometer, odometer, tachometer 
Standing start ⁄4-mile ............ 
Average fuel consumption o...on 
Speedometer error.............0.00000.. 
60 mph, actual 54.36 
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How motorcycles cope with a world full of ups and downs e» by Gordon Jennings 


® After years of stagnation, motorcycle 
suspension development has at last been 
resumed in earnest. Manufacturers might 
argue that it never stopped, but the fact 
is that only very recently have we seen 
‘significant departures from design prac- 
tices established two decades ago. The 
forks on today’s bikes are somewhat more 
tidy externally than the circa 1955 variety; 
on average they do not offer much more 
travel or greatly improved damping. Simi- 
larly, the swing arm rear springing univer- 
sally adopted during the Fifties worked 
about as well when first devised as it does 
in most mid-Seventies permutations. Cur- 
rent suspension hardware is a bit more 
durable than that of years past (to the 
extent that seals are less apt to fail and 
send oil squirting everywhere), but by and 
large, it hasn’t been made to function any 
better. 

The exceptions to the rather bleak pic- 
ture presented above are to be found 
within the ranks of motocross machines, 
and even there only among the most 
advanced models. Motocross courses 
have been getting rougher each season, 
and the effect has been to de-emphasize 
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horsepower and underscore the impor- 
tance of handling; power counts for noth- 
ing unless a rider can keep his bike aimed 
properly and its driving wheel against the 
ground. Further, while it may be antici- 
pated that riders’ legs will come into use 
as a kind of secondary suspension system 
in roughstuff racing, mortal men do have 
limits of endurance and will perform better 
in long motos if protected against really 
severe jouncing. These factors point to 
a need for suspensions having lots of 
travel and soft springs. Fork design has 
leaned in that direction since telescopics 
were invented, but surprisingly little has 
been done to obtain softer, longer action 
from swing arm rear suspensions. 
However conspicuous an opportunity 
the motorcycle’s rear suspension may 
have offered, nothing much was done to 
improve it until 1972. During that year’s 
motocross season Maico began to exper- 
iment publicly with ‘‘forward-mount”’ 
shocks on Ake Jonsson’s GP machine, 
and the arrangement (which increased 
rear wheel travel) showed such obvious 
promise that others followed Maico’s lead. 
In that fashion the typical motocross 


bike’s rear wheel travel came to be 
roughly doubled by the end of 1974, and 
this approach worked so well for those 
who tried it that renewed interest in yet 
more fork travel was stimulated. Even 
conservative Yamaha embraced the con- 
cept, albeit with their own distinctively 
different hardware, and found the results 
so appealing that Agostini’s TZ500 GP 
road racer was promptly ‘‘Monocrossed.”’ 
What does all this signify? For the mo- 
ment the only certainty is that we are 
seeing a shift in focus away from engines 
and toward suspensions as a means of 
improving overall performance. It is too 
early to know whether road-going models 
will get the long-travel motocross treat- 
ment, or which of the design alternatives 
(forward-mount, angle-mount or mono- 
cross) will be generally adopted. But it 
is interesting to speculate, however, in- 
conclusively, on the motorcycle chassis’ 
immediate future; to examine this latest 
trend in light of what is known about 
springs, damping and chassis dynamics. 
We can be fairly sure there’s going to be 
change, and must hope that it will be 

improvement. 
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Telescopic rear suspension units are limited by 
practical considerations to about four inches of 
.travel, and the Conventional rear suspension layout 
provides little more back at the axle. But in the 
Forward-Mount design the lower shock eye is 
located approximately midway between the axle 
and swing arm pivot, greatly increasing wheel travel 
even though the shock stroke is unchanged. The 
Angle-Mount layout also multiplies shock move- 
mentat the axle, but for reasons of geometry rather 
than leverage, and gives an ‘‘over-center’’ kind 
of action we regard as inferior. Yamaha is currently 
alone in producing Monoshock chassis, in which 
a single, oversize near-horizontal suspension unit 
is linked to the rear wheel via an angled brace 
above the swing arm; In all cases the geometry 
should be arranged to make the shock/arm angle 
move toward but not past a 90-degree orientation. 


You should understand at the onset that 
it is all but impossible to make a motorcy- 
cle’s suspension cushion as effectively as 
that of an automobile. The two-wheeler’s 
fundamental chassis dynamics create 
enormous and probably insurmountable 
difficulties. There is, for starters, the mat- 
ter of sprung/unsprung weights ratios: 
a typical motorcycle will have about 250 
pounds of rider and. assorted machinery 
perched over its rear springs, and per- 
haps 50 pounds of wheel, tire, etc. below 
the springs. This gives the bike a 5:1 ratio 
of sprung/unsprung weight at its rear, 
which means (if we may indulge in over- 
simplification) that disturbances at the 
wheel arrive in the frame at one-fifth their 
ground-level amplitude. This contrasts 
rather unfavorably with the approxi- 
mately—10:1 figure that would apply for 
most automobiles. 

If sprung/unsprung weight ratios were 
the whole story, motorcycles would ride 
about half as smoothly as automobiles. 
We all know that’s not the case. There 
is another aspect of chassis dynamics 
that must be considered, and it’s the one 
causing most of the motorcycle’s prob- 
lems. Here we run headlong into some- 
thing engineers call ‘‘polar moment of 
inertia,” which in this context refers to 
the vehicle’s resistance to fore-and-aft 
pitching motions, and you should be ad- 
vised that a motorcycle doesn’t have 
nearly enough of it. Bikes are deficient 
in that regard because their major 
masses—engines and transmissions—are 
tightly grouped midway between their 
wheels. That being true, bumps impacting 
against their wheels tend to translate into 
pitching motions of the whole chassis 
rather than the desired compression and 
re-extension of the springs. Moving the 
engine forward, over a bike’s front wheel, 
and placing the transmission above the 
rear wheel (with other components redis- 
tributed in a similar manner) would pro- 
vide more fore/aft inertia and much 
greater resistance to pitching distur- 
bances, but seems hopelessly imprac- 
tical. We’ll have to continue trying to make 
the best of a not entirely happy situation. 

The single available and practical way 
to reduce both pitching and jolting in a 
motorcycle’s ride is to soften its springs, 
and this is closely tied to total wheel 
travel. Spring rates must be selected on 
the basis of the resistance required, at 
near-full compression, to keep the sus- 
MAY 1975 


Forward-Mount 


€ 7’ a 


Monoshock 











Sng ae 


~— Sprung/ Unsprung Weight 





Ta 
aN 


Shown here is the influence of sprung/ unsprung weight ratios. For any given series of bumps the 
vehicle with a 5:1 ratio (typical for bikes) will bounce twice as much as one with a 10:1 ratio. 


Chassis dynamics involve more than sprung/ unsprung weights, as is revealed by this schematic. The 
motorcycle's moment of inertia characteristics would improve with its major masses over the axles. 
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pension from bottoming. If you can pro- 
vide a lot of travel the necessary resis- 
tance can be accumulated gradually in 
a very soft spring. To illustrate the point, 
let's consider a hypothetical motorcycle 
with a laden weight such that it’s rear 
suspension needs 600 pounds to hold it 
just short of bottoming. With only one inch 
of travel it would need a pair of 300- 
pound/inch springs; the same bottoming 
resistance would be provided by two 
150-pound/inch springs if the travel was 
doubled to two inches; and if the travel 
was doubled again, to four inches, there 
would be 600 pounds of bottoming resis- 
tance from a pair of 75-pound/inch 
springs (4 x 75 =300 x 2=600 pounds). 
This is another over-simplification, and in 
practice you need a bit more bottoming 
resistance as travel increases—to handle 
inertia effects—but the example given 
serves to make the point. 

In practice, too, it is almost impossible 
to get more than 3.5 inches of rear sus- 
pension travel out of the spring/shock 
units themselves. Typically, a shock that 
measures 12-inches between mounting 
eyes fully extended will have three inches 
of travel—the remaining nine inches being 
taken up by seals, foot-valve, piston, etc. 
Even if all this hardware remains the same 
and only the damper cylinder, body and 
rod are lengthened to get more travel, you 
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still have a one-for-two relationship be- 
tween travel and on-centers length. That 
is to say, increasing this hypothetical 
shock’s travel from three to six inches 
would stretch the distance between eyes 
from 12 to 18 inches. And there simply 
isn't enough vertical space between most 
bike’s swing arms and seats to accom- 
modate a shock of that length. That’s why 
motorcycle rear suspension travel has 
been stalled at around three inches for 
these many years. 

Travel in a motorcycle’s shocks is not 
necessarily travel at its rear axle. If you 
move the shock attachment point forward 
along the swing arm, then the principle 
of leverage will serve to increase travel 
at the axle—and effectively soften both 
springing and damping. For example, if 
you get three inches of axle travel with 
the shock attachment points 18 inches 
behind the swing arm pivot, then moving 
the shocks forward nine inches will in- 
crease the axle travel to six inches. This 
approach was the one taken by Maico in 
creating the first ‘‘forward-mount”’ moto- 
cross chassis. 

A second method of extending a mo- 
torcycle rear suspension’s travel, using 
existing shocks, is to move the upper 
shock mounting forward and down. When 
this is done you have the lower shock 
eye moving in a substantially vertical 





plane, and the shock itself telescoping in 
a plane that is, say, 50-degrees from the 
vertical. And again, you get more axle 
movement per inch of shock action. 

Yamaha chose to take a completely 
different route in obtaining a long-travel 
rear suspension. Some Japanese engi- 
neer must have figured that as long as 
Yamaha had to rearrange rear suspen- 
sion hardware then the change might as 
well be worth talking about. So Yamaha 
hit us with the ‘‘Monocross”’ chassis, in 
which there is effectively two swing 
arms—joined at the axle—with the one on 
top angled upward to connect with a 
single spring/shock strut hidden away 
under the fuel tank. Yamaha also chose 
to devise a super-trick spring/shock unit, 
which has its clearance volume in a 
chamber pressurized with nitrogen, and 
the gas and fluid separated by a neoprene 
diaphragm. But behind all the fripperies 
and fancy castings it’s still just a shock 
absorber wrapped in a coil spring— 
looking for all the world like a Japa- 
nese-made Monroe Load Leveler. The 
unit will telescope about 2% inches be- 
fore the spring coil-binds, but the geom- 
etry is such that this travel magnifies in- 
to a little more than six inches at the 
rear axle. 

Yamaha's literature claims two primary 
advantages for the Monocross layout: 
first, that because the suspension unit is 
fixed on the frame right behind the steer- 
ing head, “frame flexing at the swing arm 
is virtually eliminated;’’ second, that the 
use of a single unit rather than the con- 
ventional pair straddling the rear wheel 
means any problems with unequal 
spring/damper action between units are 
eliminated. Yamaha would seem to be 
partly right on both counts. There is little 
doubt that the Monocross layout reduces 
frame loads; some of the loads fed into 
a swing arm will be present in consid- 
erable force no matter how the cushion- 
ing unit is arranged, and if the swing arm 
itself is made strong enough to resist 
flexing under the stresses of cornering 
then it won't have much trouble coping 
with even fairly large spring/damper dif- 
ferentials. 

There are a couple of Monoshock 
layout advantages Yamaha neglects to 
mention. One of these is that it places 
the vulnerable suspension unit up where 
it isn’t likely to get bent in a crash, as 
often happens with the conventional rear 
suspension. Another is that there’s plenty 
of room for a very large diameter damper 
cylinder, and that means the unit is work- 
ing with large volumes of fluid, which 
helps keep the damper temperatures low. 
Granted, there’s only the one damper unit 
at work in the Monoshock chassis instead 
of two, but the fluid volume displaced 
increases as the square of damper piston 
diameter and this results in the Mono- 
shock moving about 50-percent more 
fluid—per unit of stroke—than a pair of 
conventional rear suspension legs. 

The above-stated considerations may 
lead other manufacturers to adopt Ya- 
maha’s single-shock rear suspension 


(Continued on page 69) 
CYCLE 


SUSPENSIONS Continued from page 56 


layout; it is also possible that the others 
will opt for the Maico approach, for which 
there also is something to be said. Wher- 
ever the shock(s) may be placed, the 
frame’s rear section still has to be strong 
enough to support the seat and the rider’s 
weight, and if the structure will meet that 
requirement then it automatically is almost 
sturdy enough to carry suspension loads. 
Of course, before the Maico-type sus- 
pension system can be expected to match 
the Yamaha's fade resistance a whole 
new generation of paired dampers will 
have to be created—with larger pistons, 
to equal the sheer volume of fluid being 
pumped back and forth in Yamaha’s 
Monocross strut. When you use leverage 
to multiply travel between damper and 
rear axle, you subject the damper(s) to 
proportionately higher working pressures. 
Experience already has shown that the 
current conventional motorcycle shocks 
are very quickly worked to death in Mai- 
co-style suspensions. 

With so much rear suspension experi- 
mentation underway, and the prospect of 
even more radical departures from what 
has been the norm a likelihood, it is im- 
possible to know what will become ‘‘con- 
ventional” in the next decade. We are 
willing to predict that it won’t be the odd 
angle-mount arrangement presently fa- 
vored by Montesa and Husqvarna. There 
may be reasons, in terms of manufactur- 
ing convenience and perhaps appear- 
ance, for the layout in question; we fail 
to find in it any functional advantage. 
There is a multiplication of axle travel with 
the shocks tilted forward, but this intro- 
duces what we firmly believe is a geomet- 
ric defect in the rear suspension’s ac- 
tion: the suspension effectively becomes 
softer as it nears the bump stops. That 
is to say, its springs may work full-stroke 
at some given rate, but the rate at the 
axle will progressively decline as the sus- 
pension compresses. Why? Because the 
shocks are moving nearer an over-center 
condition. And although the softening of 
the effective spring rate can be compen- 
sated with variable-helix-angle progres- 
sive-rate springs, little can be ac- 
complished in the way of producing a 
corresponding progressive rise in damp- 
er resistance. 

Penton’s new Mint 400 Enduro provided 
us an opportunity to field-test the for- 
ward-mount and angle-mount rear sus- 
pensions on one motorcycle, in a single 
day. The Penton has shock-mounting 
brackets for both configurations, giving 
up to six inches of travel in the vertical 
forward-mount position, and seven inches 
with the shocks tilted forward 45-degrees. 
Two experienced off-road riders tried the 
Penton with all its various rear suspension 
configurations and reported that the 45- 
degree angle-mount option was better 
than the shortest travel ‘‘conventional’’ 
arrangement, but that the six-inch-travel 
forward-mount setup clearly was the best 
of all choices. Both riders noted that the 
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EXCLUSIVE - THE FANTASTIC POWER CABLE 
LUBE SYSTEM -- END TO END LUBRICATION 
IN SECONDS WITH PRESSURE 







THE FREEDOM SYSTEM 
Gets Your Bike Up and Keeps 
It Up -- Race or Street 


. Chain Mother 

. Chain-Lib 

. Frog Juice 

. Electric 

. Freedom Gold 

Premium Quality Products -- 

You Can Depend On. 
Competition Proven Lubricants and Tools for Simplified Maintenance 


MORE RIDING FREEDOM ------- 
Posters Patches-MX Shirts-T Shirts. Write for free catalog or see nearest dealer] 
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Refreshing High-Speed Touring 
‘'Speed Line 983” 


Speed Line 983 has superb road holding, 
steering and braking capabilities backed up 
by the technology of our racing-tire develop- 
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It features an extra low profile 80 percent 
aspect ratio, special nylon cords and high- 
grip compounds, they assure stability when 
driving at high speed on freeways and high- 
ways. 


Approved by the American Motorcycle Association 
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angle-mount position ‘‘acted funny” when 
terrain/speed conditions were such that 
the rear suspension was working nearly 
full-travel, and one added that in angle- 
mount configuration the Penton felt like 
the Montesa we tested a couple of months 
ago. These observations may not be pos- 
itive proof that the forward-mount shock 
layout is better than angle-mounting; they 
do mesh very nicely with general suspen- 
sion theory and encourage us to predict 
forward-mount primacy (a prediction we 
may someday have to eat). 

Even though the recent past has 
brought substantial increases in rear sus- 
pension travel, it is not reasonable to think 
the main thrust of development will con- 
tinue along that line. One reason is the 
difference in distances from the rear axle 
forward to the swing arm pivot and to the 
transmission output sprocket, which pro- 
duces variations in chain tension as the 
rear wheel rises and falls. This effect is 
reflected in the chain-slack adjustments 
specified for the Penton, which range 
from a comparatively loose 1.8-inches 
when the rear suspension is setup to give 
five inches of travel, to a markedly sloppy 
three inches of slack when travel is in- 
creased to seven inches. It is possible, 
if extremely inconvenient mechanically, to 
minimize the variations in chain tension 
by crowding the swing arm pivot closer 
to the transmission sprocket, and elimi- 
nate them by arranging the pivot and 
sprocket on the same axis. But then, 
having provided the mechanical freedom 
to further lengthen rear wheel travel, it 
would be necessary to cope with the 
possibly evil consequences to effective 
steering geometry. A motorcycle with a 
55-inch wheelbase, eight inches of fork 
travel and seven inches of rear wheel 
travel will pitch fore-and-aft more than 
15-degrees, and that strikes us as being 
very near the tolerable limit. More sus- 
pension travel without a corresponding 
increase in wheelbase or other couriter- 
measures would aggravate the situation, 
probably beyond the point of catastrophic 
instability. 

Interest in rear suspension improve- 
ment fortunately is not confined to sheer 
axle travel. The vastly more severe 
damper loadings produced by leverage 
in the forward-mount layout have been 
responsible for a rash of in-service shock 
failures, and a following rush of rede- 

sisigned shock absorbers. There’s a new 
big-piston, gas-filled Girling, and a similar 
unit from Ceriani, and increased popular- 
ity for the sturdy, stove-reliable Koni. One 
especially interesting new suspension 
unit is the type just introduced on the CZ 
“Falta Replica’ motocrosser, which is 
used in a somewhat forward-mounted 
position to amplify its 3.25-inches of travel 
into 4.5-inches at the axle. The CZ unit 
is an air-oil strut constructed much like 
a short, fat fork leg. Its springing comes 
from the compression of air trapped in- 
side, and you alter the ride-height by 
varying the static-loaded air pressure. The 
trapped air behaves like a progressive- 
rate coil spring, and the units can be given 
more bump-stop resistance by increasing 
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the volume of oil below the air. Apart from 
their progressive action, the CZ air-oil 
units offer two great advantages: their 
working fluid is in direct contact with, and 
can be cooled by, the finned aluminum 
housing; and their working piston is about 
46mm in dtameter—vastly larger than even 
that in Yamaha’s Monoshock. These fac- 
tors promise much for the CZ struts 
freedom from fade, and our experience 
indicates that the theoretical promise 
emerges as a reality in the field. 

All this rear suspension development 
should fairly quickly move into the realm 
of sharply diminished returns, and 
then—praised be the day—we may begin 
to see real improvement of motorcycle 


Let’s face it. Your spirit can 
absorb what your back can endure. 

So your hundred-mile, back 
road, nature safari could become 
a giant pain in the spine. 

æ Thats why, for the price of a 
decent helmet you can 
own a SSSlider backrest. 










à Slider shown with 
optional carrier. 
Ss. Patent Pending. 


So you can lean back com- 
fortably until you need a change. 

Then with one hand, slide the 
backrest frontward or rearward 
without missing a stroke. 

You'll find that your body can 
go almost as long as your bike. 

Or, slide $SSlider all the way 
back to accommodate a friend. 

After all, isn’t pleasure part of 
freedom, too? 

Dealer inquiries invited. 


forks. Almost every change in fork design 
over the past decade has, in our opinion, 
done more harm than good. Moving the 
fork springs inside the tubes gave them 
a cleaner appearance, and allowed manu- 
facturers to use heavier, cheaper spring 
wire; this change also reduced the clear- 
ance volume inside the fork legs enough 
to make them extremely sensitive to 
under- or over-filling. Pour in too much 
oil and many modern forks will virtually 
hydraulic-lock before they get anywhere 
near full compression; dribble in too little 
oil and the damper valves will be sucking 
air when fully extended. And then we have 
those lovely, tidy, Ceriani-style dust 
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Solid steel construction with tamper- 
proof bolts. Installs in-minutes to effec- 
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Of course, Paul didn’t ride 
a bike — not in 1775 — but 
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scrubbers at the tops of the fork sliders— 
which exclude dirt and water, and create 
so much static friction that the fork won’t 
budge for anything less than a major 
impact. These things, in addition to man- 
ufacturing errors that cause more binding 
of the sliders on the fork tubes and seals 
that clutch too enthusiastically. 

Excluding their damping, which is 
primitive /nonexistant (pick one), Maico’s 
forks are an object lesson in how tele- 
scopics should be designed. They have 
their springs outside, so as to leave their 
interiors roomy and avoid the evils of 
aeration and hydraulicking. The sliders 
are very long, extending well below the 
axle level, and are therefore less prone 
to cocking on the tubes and getting 
jammed at full extension. They have bulky, 
ugly looking boots to keep dirt away from 
their seals instead of cosmetically-ap- 
pealing but high-friction dust scrubbers. 
And the forward offset of their axles 
moves the heavy fork legs back closer 
to the steering axis, to minimize wobble- 
producing steering inertia. Finally, their 
fits and finishes are such that there is 
relatively little static friction between 
slider and tube. BMW’s forks are made 
to much the same pattern, except for 
having internal springs, and provide the 
same fine results; few others are in the 
same league. 

It is by no means certain that all, or 
any, of the specific solutions to the prob- 
lems of cushioning the motocrosser’s ride 
and improving its handling will be appli- 
cable in sports/touring machines. Quite 
possibly, when designers have gotten all 
that is to be had from sheer travel even 
the motocross bikes may, with refinement, 
settle on lesser but better-controlled trav- 
els than are now being tried. Possibly, too, 
somebody will find that some form of 
interconnect between front and rear sus- 
pensions, used to reduce pitching, will 
permit still larger wheel travels. These are 
possibilities that come immediately to 
mind; there doubtless are more that would 
surface after further reflection. The point 
is that motorcycle suspension technology 
has entered a period of flux. You don’t 
have to know where it’s going to recog- 
nize movement. We have tried, here, to 
give you the kind of overview that may 
help you to distinguish between mere 
motion and progress. © 
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DELUXE HELMET CHIN CUP Fully padded. Lock- 5 

We ship Workiwite in lugs prevent slippage. Ends hanging strap HANDLEBAR EXTENDERS forral 

WHEELS OF MAN re tes oe Diack i $1.95 750 Yamaha, Move handle bars 
back to comfortable riding posi- 
tion without changing cables, 
brake hose or wiring. $16.95 


RAIN-PROOF CYCLE LUGGAGE 


A — Tank Bag — Straps to Gas tank; 
12”x10”x5”. Topside map pocket 

and personal effects pouch. Heavy duty 
sling for take-along convenience. 

Red, Yellow, Blue, Black ..... $14.95 


B — Stuffer Bag — 10” diameter, 
17” long. Holds two helmets ~ i Quick release that works like a miniature 
and clothing. Travels securely. > 
Three-snap flap. Heavy duty 

slings. Red, Yellow, Blue, Black ...... $9.95 
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C — Super Stuffer — 21” long, 

- 12” diameter. All features, plus 
j n “piggy back” pouch. 

SISSY BAR CARRY-ALL LUGGAGE Fits all bars, Red, Yellow, Blue, Black 





on-off in a jiffy. Double lined, heavy duty $13.95 
vinyl, full zipper enclosure. Waterproof. 2- D — Ruck Sack — ; 
strap carry-handle, use as hand luggage. Adjustable straps, j 
HONDA SWITCH-UP KIT Fits all Hondas. 


22” high. Black or antique brown. $29.95 shoulder or back 

or = PA pack. Flexible 

sides. 10”x12”x41⁄4". 
Overlapping flap for 
extra weatherability. 
Red, Yellow, Blue, 
Black $9.95 


Move ignition switch up. Do it yourself 
in minutes. With hinged protective cover. 
Mounting bracket, new switch, two keys 
and extended harness. List year and model. 
Complete kit 0... ccc $19.95 









“DO-IT-YOURSELF” 
TIMING & TUNING TOOLS 


4-VACUUM GAUGE SET 
For Honda & Kawasaki 
4 cylinder. With 4 con- 
trollable dampening 
valves. For synchroniz- 
ing carburetors .$44.95 


6-12 VOLT CIRCUIT TESTER Checks accessory 


circuits. Finds faulty head & tail lights, turn 
signals, fuses, etc. ........... $3.98 


Complete Cycle 
Luggage Set — 
Tank Bag, Super Stuffer, 
Ruck Sack in matching colors. 
Red, Yellow, Blue, Black $47.00 







HONDA FUEL SHUT-OFF LOCK. 
Prevents ride-off thefts. Lustrous 
chrome finish. Easy to install. 
With 2 keys. All Hondas thru '74. 
$14.95 
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VINYL COMP GRIPS GRAN TURISMO GRIP 
Minimize handlebar vibration. Vibration-free riding. For Honda. 
Slip over standard grips. Gold, Blue, Black or Red. 









TIMING LIGHT 
& CONTINUITY 
TESTER For 
bikes without 
battery. Uses 
two penlight 
batteries (not incl.) 
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SPARK PLUG & HI-VOLTAGE TESTER Locates 
dead or fouled plugs. Also for TV, radio, 
electronic equipment $2.49 


Black only . Set of 2 — $3.49 Set of 2 — $2.98 





NEW! FUEL GAUGE Fits 
all Honda flip cap models; all 


es 
3 years. Also Yamaha ’75’s (road) 
k and Kawasaki '75’s (road). Easy 
<P to install ..... EKA 











$6.49 

























TIMING LIGHT Super bright 
Xenon tube. Works off 6 or 12 
v battery. Unbreakable rubber 
nose, transistor circuitry. Burn- 






HEAVY DUTY PLEXIGLASS SHIELD with de- 
tachable canvas apron. Full body protection. 


Universal mount chromed hardware, fits al- s rg 
most all cycles. Inside snap-flap pocket for UNIVERSAL SADDLE BAGS Fit almost all bikes, over or 












out proof $39.95 
coins, valuable, glasses, etc. Shield meas- under seat. Easily removable for carrying. Large ca- Also available A.C. Plugs into 
ures 21” x 17”, 3/16” thick $44.95 pacity. Durable Black or Brown Vinyl. NEW! GAS CAP LOCK For all Honda house current $24.95 
Shield without apron ........................$39.95 Set of two $13.95 (Black or Brown Leather $19.95) flip cap models, all years. Can be 
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only). Heavy duty. 2 keys. Easy to FHONDALINE4 3 
install ...... Lock and 2 keys $9.95 an Apparel & Accessories 
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NEW 1975 CATALOG 
Illustrated — many in FULL COLOR! 


($1.50 by Air Mail 
60c anywhere 
Only in the world.) 
x 


FREE with any order. 













4-COLOR “WING” BACK PATCH 13” wide. 
Sky blue wing, red & metallic z gold name 
panel on black felt. ........ $3.50 


S Om 


2 COLORS ON WHITE Special! Set of 3... “$2. 95 
Many others shown in catalcg 


NEW CYCLE SPAT ES 
No more ruined @& 
shoes! Cycle spat 
protects against 
abrasions, scuffing, 
indenting. One size g 
fits all. Genuine% 
leather, elastic 
straps. Extra strap @ 


tncludgd. Bo seS $ ©: ; Visit our only retail location. 
rove ; FREE GIFTS to out-of-town visitors 
















Year 'Model # = # 


l (Ist & 2nd 
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O MASTERGHARGE 
CHARGE © BANKAMERICARD 


























CREDIT CARD Number 


Exp. Date 





E Y. State residents add 7% sales tax Add 5% = 


$5 Minimum on Charge Orders 


M.O. encl. 
Check encl. 








[ Parcel Post Special Handling & Divy TOTAL 
$150 additional (optional) 






































THE MORE YOU 
KNOW ABOUT 
FAIRINGS 
THE MORE 
YOU'LL WANT 
A WIXOM. 
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Wixom’s “Ranger” 

Fairings for Honda 500’s 
— 750 Fours and other 
popular street and 
touring mo- torcycles are 
the world’s best. They 


are carefully sculptured of fiberglass 
utilizing special resins which absorb 
vibration and shock. Stress areas are 
carefully engineered and reinforced. 
Our fiberglass is strong and it’s 
repairable. Beware of other so-called 
space age “wonder materials” that 
can’t withstand vibration. 


When Wixom introduces something 
new, it will be done right! Thousands 
of satisfied Wixom owners since 
1965 have told us their fairing has 
outlived their bike! 


When you find out the facts about 
fairings — you’ll want a Wixom. 


Write today for 
catalog and decal 
$7.00 ppd. 


WIXOM BROTHERS, INC. 
1637 East Burnett Avenue 
Dept. CM-575 
Long Beach, California 90806 
(213) 426-0485 


Mic RX: 
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CARL CRANKE Continued from page 40 


Carl had a day-and-a-half to prepare it 
for the Six Day. 

Before leaving for Italy Carl had pre- 
pared a number of special parts to put 
on his machine. Since the 175, 250 and 
350/400 are virtually identical external 
parts would interchange. A spring-loaded 
folding shift lever and brake arm replaced 
the solid stock units. A new chain guide/ 
rock guard took the place of the fac- 
tory-made pieces. It had a spring loaded 
tensioner to take up the three inches of 
chain slack. Konis that he had specially 
rebuilt were installed. Nylon lined Terry 
cable sheaths were put on to eliminate 
friction and corrosion. A new rear axle 
with a small Tommy Bar added to the end 
slid in and out of the bearings easier after 
being turned down on a lathe. To expedite 
rear tire changing the hub spacer and 
axle adjuster were welded together to 
remain on the swing arm when the wheel 
was removed. Threaded studs were put 
into the Ceriani fork sliders to allow remov- 
al of the axle pinch bolt nuts with only 
one wrench. During the 1974 ISDT Carl 
fixed two front flats, replaced the rear tires 
four times and the front once. 

Replacing the chain, an every-other- 
day chore, was made easier by cutting 
away the magneto cover casting that en- 
closes the countershaft sprocket. All the 
wiring was re-routed to prevent pinching 
and shorts. Preston Petty’s fenders were 
bolted on front and rear. The headlight/ 
number plate assembly was from one of 
KTM’s Italian suppliers. Tires were stan- 
dard Metzeler ISDT knobbies. The tubes 
were the special (and unavailable in the 
U.S.A.) ISDT type which are triple thick 
to resist punctures. The forks were com- 
pletely disassembled and blueprinted. 

The limited amount of riding and pre- 
paring time Carl was allowed concerned 
him—particularly not being able to lace 
up Sun shoulderless rims. It took the first 
two days of the ISDT before Carl could 
get used to the bike. As we learned with 
our Mint 400 test machine, the Penton 
is vicious, stiff and over-abrupt for the first 
few hundred miles. Other than puncturing 
two tires the first day Carl’s ride in Italy 
was free of major incidents. And again, 
Cranke took home a gold medal for the 
U.S.A. trophy team. Three out of three 
in ISDT competition. Carl had his 1974 
ISDT bike sent home to him in Placerville, 
California and he rides it every time he 
can. It has new rims, tires and shocks. 
The rest of the bike has remained un- 
touched. The engine is loose and the 
piston rattles like a Big Ben alarm clock. 
But the suspension is supple, saddle soft, 
gear shifting and clutch release smooth 
and acceleration sharp. There’s some- 
thing very natural feeling about Carl’s Six 
Day bike—like it was hand built to play 
ride or race with equal facility. Eight 
months and thousands of miles after the 
Six Day it still hasn’t let Carl down. To 
Carl it has become something more than 
just a motorcycle. That’s why he calls it 
“my buddy.” © 








1975's Star Attraction 
The Shelb 


y. 
6-Spoke Star Wheel 


Here’s an all new, cast aluminum 
wheel that’s going to be this year’s 
hottest seller! Order yours today .. . 
your customers will be asking for 
them! 


¢ Eliminates Loose or Broken Spoke 
Problems 

e Reduces Weight 

¢ Bolt-on Mounting 

¢ Uses Bike’s Original Bearings, 
Axle, Disc Brake and Speedometer 
components 

¢ No Additional Adaptors; or Parts 
Needed $ 


Order Numbers: 

1359-01 (front, rear, disc brake kit-500-550cc 
Honda) $238.50 | 

1359-02 (front,-rear, disc brake kit-750cc Honda) 
$238.50 

1360-01 (front wheel, 500-550-750cc Honda)- 
$70.50 

1361-01 (rear wheel, 500-550cc Honda) $75.25 
1361-02 (rear wheel, 750cc Honda) $75.25 
1362-01 (disc brake kit, 500-550cc Honda) $98.00 
1362-01 (disc brake kit, 750cc Honda) $98.00 


“THE ENTHUSIAST’S SUPPLY HOUSE” 


KK Motorcycle Supply 


431 E. Third St., Dayton, Ohio 
45402 
(513) 222-7818 
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Some 20 years ago the idea of 
thinking small to beat the high cost of 
transportation turned a lot of heads 
around. And rightfully so. It was an 
idea whose time had come. 

But, today even thinking small can 
cost you plenty (we don't have to tell 
you about inflation). 

Today it's timely to take ‘thinking 
small'a step further. Now it's smart to 
think even smaller. About the size of a 


Think even smaller. 


Kawasaki motorcycle. 

Compared to car costs—price, 
mileage, and maintenance—a 
Kawasaki will let you ride through in- 
flation without bending your budget 
out of shape. 

Besides, on a Kawasaki we think 
you'll have a better time getting 
where you're going. During rush hour, 
ona weekend country ride, or a spin 
around town. 





So size-up a Kawasaki. By thinking 
smaller you'll get yourself low cost 
transportation and plenty of good 
times to boot. 

In times like this, that's some 


bargain. 
$995. 
Kawasaki 
lets the good times roll. 


Good times include riding safely. We recommend wearing a helmet and eye protection, keeping lights on and checking local laws before you ride. See Yellow Pages for nearest Kawasaki dealer 
*Shown is the KZ-400/Special. $995 manufacturer's suggested list price excluding freight, dealer prep, state and local taxes. Price subject to change without notice 


Prices apply to U.S only. 
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O7—)R. J. Reynolds Tobacco Co. 





Turk. 


He does more 
than survive. He lives. 
Because he knows. 
He smokes for pleasure. 
He gets it from the blend 
of Turkish and Domestic 
tobaccos in Camel Filters. 
Do you? 





Turkish and 
Domestic Biend 





Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous to Your Health. 





® Suzuki has always moved in guarded 
and mysterious ways. Many of the fac- 
tory’s engineering triumphs have been 
hidden in the confines of engines with 
restrained performance. Conservative 
and sometime ponderous styling has dis- 
guised a few near-great machines from 
Suzuki. Still, dynamic new motorcycles 
from Suzuki have often stunned the in- 
dustry and the competition. They were the 
first Oriental concern with a big dis- 
placement two-stroke—the 500cc Titan 
twin; they were the first Japanese maker 
with a big displacement motocrosser—the 
400cc Cyclone; they were the first with 
a 400cc enduro—the Apache; they were 


the first with a production water-cooled 
750—the LeMans; they were the first with 
a rotary tourer—the RES. 

In its fifth model year, the GT 750M 
is the best of the LeMans series. Suzuki 
has made some unusual changes in 
creating the M-model. The GT-750M’s 
new performance gains can almost clas- 
sify it more a superbike than a tourer. But 
it has retained all the posh comforts that 
have in the past made it the most com- 
fortable and pleasant straight-line tourer 
from Japan. 

Suzuki’s introduction of the RE5 rotary 
would have had given them two big 
tourers with nearly identical performance 


SUZUKI 
T-750M 








PHOTOGRAPHY: DAVE HOLEMAN 
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New paint doesn’t make a new motorcycle. 


Mas! 





But when Suzuki did some 
exotic port carving and installed 
bigger carburetors and new mufflers on 
their M-series Le Mans, what happened? 
A new motorcycle-with new paint. 





characteristics. The rotary project had 
consumed two years of the factory’s time. 
As a result Suzuki hadn’t developed any 
new street bikes (except the rotary) in 
three model years. To prevent direct 
competition between the two machines 
major performance modifications had to 
be made to the LeMans. 

The decision to drastically modify the 
LeMans for 1975 was made secretly by 
the factory. With the entire engineering 
staff of Suzuki fully committed to the RE5 
project a secondary effort to hop-up the 
LeMans was established. Lines were 
drawn placing the RE5 as Suzuki’s top- 
of-the-line tourer and the LeMans was to 
become their performance roadster. 

During its initial years of acceptance 
the LeMans was treated as a gelding 
superbike. In acceleration and speed it 
couldn't begin to hold its own against 
other 750s. A LeMans could, at best, slog 
down the quarter mile in just under 
14-seconds in the low 90s. The original 
J-series bikes were quicker than the three 
models that followed. Increased baffling 
of the intake system (to reduce induction 
drone) drugged the already sleepy accel- 
eration into utter somnolence. 

The shift in performance emphasis from 
gutty torque to explosive horsepower 
comes from numerous internal and exter- 
nal engine changes. The cylinder’s intake 
port windows have had the lower edges 
dropped a staggering 5.0mm and the 
exhaust opening top edges have been 
raised 2.5mm. To compensate for the 
compression loss the cylinderhead has 
been milled 0.2mm and the head gasket 
thickness reduced 0.7mm. As a result the 
combustion chamber volume has been 
lowered slightly from 30.6cc to 29.7cc. 

Internal port timing and compression 
changes necessitated intake and exhaust 
modifications. The old trio of 32mm slide 
type carburetors have been replaced with 
three 40mm constant velocity (vacuum 
actuated slides) Mikunis. The induction 
box has been improved to permit better 
air flow. The exhaust system has been 
redesigned to give increased engine per- 
formance and additional ground clear- 
ance. The crossover tubes connecting 
the head pipes have been eliminated. The 
trio of head pipes have a tighter radius 
bend and the mufflers have smaller inter- 
nal baffle holes. 

Piston clearance has been narrowed 
down from .0025-inch to .002-inch. This 
change is possible because the M-model 
has more consistant control over waver- 
ing operating temperatures common with 
older LeMans. The clutch plate base ma- 
terial is now aluminum rather than pheno- 
lic plastic. Final drive gearing is substan- 
tially taller than before (from 3.13:1 to 
2.69:1). The countershaft sprocket is one 
tooth larger and the rear wheel drive is 
reduced by four teeth. The metal clutch 
hub bushing has been replaced with a 
caged needle bearing. 

Ease of operation remains an out- 
standing trait of the LeMans. The electric 
starter never strains in spinning over the 
45-cubic inch two-stroke. With the choke 








lever on cold starts are instantaneous. Hot 
starting gets the same results. It takes 
about five minutes for the temperature 
gauge to indicate its normal 175° to 194° 
operating heat. Fortunately the bike 
doesn’t exhibit the common motorcycle 
cold-blooded symptoms and is rideable 
even when cold. All of the controls—igni- 
tion key, switches, start button and 
gauges—are comfortably located. 

The taller gearing andareduced amount 
of low speed torque almost overload the 
engine when leaving a stop. Unlike the 
previous LeMans, which had usable 
power from 2000 to 7000 rpm, the M- 
model is reluctant to pull the 559 pound 
package until the tachometer needle 
reaches 4500 rpm. Practice is required 
to coordinate rolling open the throttle 
while slipping the clutch to prevent bog- 
ging the engine. 

In-town and suburban riding will require 
use of only the first three gears—on oc- 
casion fourth. Flat roads and open high- 
ways enable the use of fifth gear while 
the engine turns a slow 3000 rpm at the 
legal speed limit. Upgrades or passing 
require downshifting to fourth gear—and 
down to third for quick acceleration. The 
tall gearing results in engine operating 
speeds which are below the peak power 
band. Carrying two-up taxes the engine 
unless lower gears are used constantly. 

While at the drag strip we installed a 
smaller 15-tooth countershaft sprocket 
(from last year’s LeMans) expecting quick- 
er and faster performance. Strange- 
ly the top speed fell one mile per hour 
and the elapsed time improved only .004 
second. While the LeMans effortlessly 
smoked its back tire off the line the best 
times were attained by clutching off the 
first 100 feet. This was the case with both 
gearing set-ups. 

Road performance was improved 
markedly in both roll-on acceleration and 
comfort with a 15-tooth sprocket. Engine 
speed was raised just enough to allow 
top gear or one-downshift passing with 
two-up. Upgrades that had to be tackled 
in fourth could be made in fifth. In-town 
riding was bettered by making stop light 
departures far less effort on the engine, 
and fourth gear could be used more often. 

Anunexpected side-benefit of changing 
the gearing was a substantial reduction 
of an irritating saddle vibration that would 
buzz through the posterior of rider and 
passenger. With crankshaft throws set 
120 degrees apart the two-stroke triple 
inherently wobbles in its rubber-cushion 
mounts. The effect of this rocking couple 
was reduced this year with stiffer rubber 
bushings, but more rigid attachment 
Causes an increase in the vibration trav- 
eling through the chassis on the M-model. 
The height of this vibration’s amplitude 
occurs at highway cruising speeds with 
standard gearing. Changing the gearing 
moved the engine speed above the critical 
frequency and reduced the vibration to 
a gentle tingle, which greatly improved 
riding comfort. 

Substantial gains in engine perfor- 
mance apparently have not diminished 





The trio of new constant velocity Mikunis arrest much of the engine bucking. Single cable is linked 
to rod crank linkage to keep carburetors in synchronization. Gas mileage is about 10% improved. 






The crankcases split horizontally. The upper case 
half routes the maze of oil lines to the big end. 


Water jacket cylinderhead has smaller combustion 
area and uses thinner gasket. 






Excessive width comes from starterand generator 
on crank. Mid-driven clutch is large and tough. 


poe || caren E AA 
as O ON fox : VO; UN 


@ © e 
= e E 
z $ Cae F 


os 6840;,°. -ao 







ree 


Mammoth cylinder casting cools with water and 
hides piston noise. Engine produces 57 bhp. 





Larger AC generator produces 280-watts. Triple points system attaches to cover that bolts to case. 
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the LeMans’s durability. The clutch lever 
pull is light and the friction point is pleas- 
antly iong—unlike the instant engage- 
ment snap of many Japanese oil-bathed 
units. Gearbox operation requires sharp 
movements of the shift lever. Engagement 
of the lower two gears often results in 
loud clunks as the mating cogs come 
together. The clutch and gearbox easily 
withstood 14 passes at the drag strip. 
The big dual-disc front brake still makes 
the LeMans most powerful-stopping of the 
big bikes. Since it’s lighter than the RE5 
or Honda’s GL-1000 (both with dual 
discs), the Suzuki stops harder than either 
.one. The GT-750 is the second hardest- 
stopping bike ever tested by Cycle. The 
rear drum brake is adequate but it won’t 


take nearly the abuse of the discs without 
showing signs of fading. 

Long overdue is a change of the ex- 
haust system location and side and center 
stand protrusions. The tighter head pipe 
bends make for higher and closer location 
of the mufflers. Both stands have raised 
with the mufflers. The increased ground 
clearance is a welcome improvement for 
spirited mountain road riding. High speed 
turns can be taken about 10 to 15 mph 
faster than with earlier LeMans, which 
started dragging metal on the asphalt at 
dangerously slow speeds. 

While the additional ground clearance 
was needed, the actual lean angle the 
LeMans can manage without dragging its 
bottom is woefully small—especially with 


‘the GT-750 hasn't lost its 
ability to traverse endless miles 
of highway with minimal rider 
or passenger discomfort.” 





peed 


the speeds you can get from this year’s 
stronger engine. The RE5, Kawasaki Z-1, 
BMW R90 and Honda 750 have much 
more lean-angle clearance. When the 
LeMans is driven into a turn—especially 
a bumpy one—hard enough to grind the 
side stand, the suspension reaches its 
limit of reasonable stability. At the bike’s 
maximum lean angle the LeMans starts 
a slow steering oscillation that would turn 
into a full fledged wobble if the water- 
pumper could be ridden any faster. 

Both front and rear suspension units 
are set for open road touring. Springing 
fore and aft is cushy. The damping of the 
shocks is soft. The fork damping is good 
and more than the springs could over- 
come. They collapsed after 2000 miles 
showed on the odometer. A new set of 
good fork springs would aid the ride, 
stability and cornering clearance. Stiffen- 
ing the shock springs would aid cornering 
rigidity but detract from road comfort. 

Engine noise is virtually nil; the tight 
piston clearance and water-jacket insula- 
tion turns back all but minor gear whir. 
Exhaust rumble is mute and non-offensive 
and the intake drone is hardly noticeable. 
Once in motion none of the operating 
sounds can pierce a helmet save the 
buzzing of the DID chain. 

Even with the big change in engine tune 
the GT750 hasn't lost its ability to traverse 
endless miles of open highway and 
mountain roads with minimal rider or pas- 
senger discomfort. The super-long 26.5 
inch bench-type saddle is firmly cush- 
ioned with semi-stiff foam. Initially it felt 
too solid to provide the cushion necessary 
for hundred-plus mile non-stop jaunts. Its 
solidness prevents the rider or passenger 
from ever feeling the seat base. The tre- 
mendous length permits the passenger 
to sit comfortably behind the pilot without 
having his or her buttocks hanging off the 
end of the saddle. The additional width 
and length allow both people to shift 
about freely to prevent cramps and 
numbing. 

Gas mileage is up about ten percent 
over previous models. The gearing 
change we made didn’t ruin the gas con- 
sumption; it remained the same as with 
the standard sprocket. We rode the Su- 
zuki harder than most commuters or 
tourers and still recorded consistent in- 
dicated 40 mpg averages. Holding speeds 
down to the posted limits bumps the mark 
up to 45 mpg and riding two-up drops 
it slightly. Amazingly oil consumption is 
really on the frugal side—approximately 
one quart each 600 miles. With a 4.5 gal- 
lon gas tank the LeMans has a desirable 
180 mile or more touring range. It will 
go over 1000 miles before needing oil. 

The GT-750 bounces and weaves very 
little on grooved cement highways. No 
fork will move up and down on the ce- 
ment expansion-line undulations because 
slider-to-stanchion friction and the gentle 
approach angle of each expansion strip 
keeps the fork from moving. High profile 
motorcycle tires with 30 psi won't absorb 
much of those small humps either. Su- 
zuki’s LeMans, much like the BMW R90S, 

(Continued on page 82) 
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Engine Test Conditions 
Speed BHP Torque Barometer 30.05 
2000 10.02 26.34 Temperature 
2500 12.90 27.12 —+- 60°F Wet 82°F Dry 
3000 16.07 28.15 Correction Factor: 1.034 
3500 22.56 33.85 Date of Test: 1/28/1975 
4000 29.95 39.33 He Tested OA 
4500 36.51 42.62 the Webco Dyno 
5000 43.67 45.86 yi 

5500 49.81 47.57 
6000 54.42 47.64 
6500 57.33 46.32 
7000 55.71 41.80 —4 
7500 49.20 34.46 
8000 42.44 27.85 





Q 
(=) 
Q 
© 








SUZUKI GT 750M LE MANS 
Price, suggested retail 
Tire, front i 3.25 x 19 in. Bridgestone 
4.00 x 18 in. Bridgestone 
Brake, front 11.6 in. x 1.94 in. (X2) 
(295 x 50mm) (X2) 
7.03 in. x 1.625 in. 
(178.5 x 41mm) TORQUE 
Brake swept area 216.86 sq. in. (47.64 max.) 
(1157.4 cm?) 
Specific brake loading 3.33 Ib./sq. in. 
@ test weight 
Engine type Piston port, two-stroke, triple 
Bore and stroke.......... 2.76 in. x 2.52 in. (70 x 64mm) 
Piston displacement 45.0 (738 cm?) 
Compression ratio 
Carburetion 


Air filtration Standing -Mile + fF / / / 
Ignition Battery/coil 
Bhp @ rpm 57.33 @ 6500 Nf! 


Torque @ rpm 47.64 @ 6000 
Rake/Trail 27°/3.74 in. 
Mph/1000 rpm, top gear 
Fuel capacity 
Oil capacity .... 3.8 pts. (1.8 1.) 
AC generator 
12V-14AH 
Primary Drive Helical spur gear 1.673:1 
Gear ratios, overall (1) 12.798 (2) 7.806 (3) 6.129 
(4) 5.059 (5) 4.325 
Wheelbase 57.8 in. (147 cm) 
Seat height 33 in. (84 cm) 
Ground clearance 6 in. (15.2 cm) 
Curb weight 556 Ibs. wet (252 kg) 
Test weight 716 Ibs. w/rider (325 kg) 
Instruments Tachometer and speedometer 
w/tripmeter 
Sound ievel (California Standard) 85.7 dB(A) 
Standing start %4-mile 13.296 sec./100.44 mph 
Average fuel consumption 
Speedometer error....Indicated 30 mph = 25.61 actual 
Indicated 60 mph = 53.91 actual 
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has the rider situated very close to the 
rocking center of the machine so that the 
motorcycle’s freeway dance affects the 
pilot very little. The tire match is good and 
keeps the bike from following the rain 
grooves and weaving. 

Experience with the new test bike and 
Suzuki's earlier water-pumpers prove that 
its all but impossible to overheat the en- 
gine. The temperature needle stays right 
in the middle of the gauge now and 
doesn’t waver back and forth as it once 
did. The aluminum radiator dissipates 
heat exceptionally well and the six-blade 
impeller pump forces almost 16 gallons 
of coolant per minute through the system 
at 6000 rpm. 

Normal servicing of some of the com- 
mon repair areas is unnecessarily com- 
plex and difficult. Timing involves setting 
each of three point sets in the ignition 
system. A single point system would be 
far more convenient. Removal of the front 
wheel involves taking off the fender and 
both brake calipers. Thanks to the awk- 
ward location of retaining bolts and the 
hydraulic lines, a simple task becomes a 
difficult knuckle-buster. Replacement of 
the endless chain (no connecting link) 
requires the removal of the complete 
swing arm so that a new chain can be 
laced over the countershaft sprocket. 
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CYCLE WEAR 


This is just a sampling of the new ALL OUT line for 1975, created 
exclusively for the two wheel purest. We’ve got it all, from rain 
gear to touring gear to cold weather riding suits, all available in 
one and two piece versions, in a wide variety of colors, fabrics 
and styles. Get into today’s riding scene and go ALL OUT. 


MidWest Outerwear, Inc. a subsidiary of P The Parker Pen Company, Port Washington, WI 53074 





Let us know 8 weeks in advance so 
that you won't miss a single issue of 


| 
CYCLE q 


Attach old label where indicated and 
print new address in space provided. Also 


write concerning your subscription. It 
helps us serve you promptly. 


include your mailing label whenever you f 


Write to: P.O. Box 2776, Boulder, CO p #°'s 


80302, giving the following information: 





> 

ax 

pleose print = 

(5 

address <a 

m 

paad 

zip-code r 
= 

Y575 





please print 























state 





O Change address only. 
O Extend my subscription. - 
O Enter new subscription. city 
1 year $7.98 
O Payment enclosed (1 extra BONUS issue) 
D Bill me later 


Add’! postage per year: Add $1 for Canada; 


$2 for all other countries outside the U.S. 


Eliminator I]: 


America’s greatest fairing value! 


Includes windshield, headlamp, side- 
lamps, reflective striping, storage com- 
partment covers, 3 X 18 inch instrument 
panel, and mounting hardware---all for 
just $209.50 . 


Available for most big bikes. See it at 
your dealer or write for details. Send 
just one dollar for complete new catalog 
of commuting and touring accessories. 


Dealer inquiries invited. 


82 


Calafia Industries, Inc. 





1015 East Elm Avenue » Fullerton, California 92631 





You'll need a chain with a connecting link 
for long-term service ease. 


Undesirable side effects of the big- 
two-stroke are its bucking and smoking. 
When the throttle is rolled off the engine 
fires irregularly and bucks and surges. We 
learned to hold the clutch in while decel- 
erating or down-shifting to prevent the 
surging. Using Suzuki’s own CCI oil dur- 
ing the test, the bike would smoke almost 
invisibly under light constant-speed 
operating. When accelerating hard, par- 
ticularly when the engine was cold, the 
visible smoke emitting from the exhaust 
was irritating and embarrassing. The 
speedometer and odometer are both ten 
percent fast and unnecessarily lie about 
true speed and mileage. 


Defining the GT-750M is a difficult task. 
At the end of the superbike era Suzuki 
has mysteriously traded off booming 
touring torque for lots of horsepower. 
The old 750s were famed for their open 
road performance consistency, unparal- 
leled two-stroke reliability, low purchase 
price and inexpensive operating costs. 
Suzuki once referred to their GT-750 as 
a 12-second ton-up quarter-miler. It 
wasn't then and isn’t now. Today Suzuki 
calls their 13-second 100mph roadster a 
touring machine. 


What the GT-750M does best is get from 
where you are to where you want to go 
and back without ruffling your feathers. 
You have to shift gears more often than 
before but then you can get from the start 
of a straightaway to the end a lot faster. 
The LeMans is a very comfortable touring 
machine with sporting engine perfor- 
mance. It accelerates fast, stops super- 
hard, carries a big payload, goes around 
corners slightly better and costs more. It’s 
a likeable combination. © 
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ARAL ro-6 $27% 


REBUILDABLE HELMET 


> 60. 


Now available direct to you. The only 
helmet that custom adjusts to your needs 
and is rebuildable. If you're left handed, 
just swap chin straps. If you get a hair cut 
and your helmet doesn’t fit, just adjust the 
sizing band. Mud and-water aren'ta problem. 
Take the insides out for- quick. drying, 
washing or complete replacement. Break a 
chin strap, just replace it. 

The ARAI “‘Customizer” has a full fiber- 
glass shell and) styrofoam liner. Exceeds 
290.1 .and, Snell-70 standards. In white, 
pearl silver, international orange or gloss 
black. Specify headsize. 

RD-6 REPLACEMENT KITS 


Replacement Foam Pads Set 
(All Interior Foam-Pads) $1.98 


Replacement Upholstery Set 
(Headbands, Foam Pads & Jersey Covers) $9.98 


Complete Interior & Straps Set $6.98 


LANGHORNE M-X AND SIX DAY BOOTS 
Featuring red, white and blue racing stripes 
down front, complete shin and ankle pad- 
ding for great protection, elasticized top 
for snug fit, seven roller buckles, metal heel 
and toe cap for long wear, heavy duty 
sticking, made of the highest quality genuine 
cowhide leather, and a full 17° high for 
total lower leg protection. The Moto-X boot 
has a super smooth sole/heel for total friction 
free sliding on any track surface. Our Six-Day 
boot is equipped with a lug style sole/heel 
for that traction required in the mud-holes. 
Both boots are gas and oil resistant. Sold in 
“D” width, sizes 7 thru 12. 

Six-Day Boot $44.50 

Moto-X Boot $43.50 


OUTRIDER ACCESSORIES, INC. MAIL ORDER-OR COME OVER 


608 W. 57th Street, New York, N.Y. 10019 Use this coupon to mail order direct any of the 


SEND ORDERS TO THE ABOVE ADDRESS C/O MAILORDER Div, ality products featured above. Send your check 
or money order to our national mail order ware- 


Name house in N.Y. or if you're nearby, come on over. 





Send today for this highly-detailed full-color 25’x38” illus- 
tration of the Kawasaki Z-1 900cc or KX400. Send check or 
money order (no COD’s) for $3.00 plus 50 postage for each 
poster — specify model — to: BIKE, P.O. Box 25922, Los An- 
geles, California 90025. California residents add 18¢ sales 
tax for each poster. 11340 W. Olympic Blvd. #185 L.A. 


Specially designed for today’s pleasure bike rider; 
crafted by FRYE exclusively for Crawford House. 
NOT SOLD IN STORES. 


@ Full 14” height; roomy square toe 


@ Harness strap with solid brass 
hardware 

@ Full leather lining and pull straps 

© Scuff-resistant leather toe cap 

@ Special reinforced steel shank 
under arch 


@ Deep-cleated VIBRAM® lug 
soles and heels 


@ Your choice of black or hand- 
stained brown cowhide 


Sizes 6 through 14, widths B, D, E and EE. 
SOLD BY MAIL ONLY — $58.95 per pair, plus 
$2.50 postage and handling. Check or money order. 
Allow 4 weeks for delivery. Satisfaction guaranteed. 


CRAWFORD HOUSE, INC. 


Dept. B-22, P.O. Box 468 Brockton, Mass. 02403 
ee ee A 





Please send__sépairs of FRYE Bike Boots. 
Size Width Color 








Street 





I 
Name | 
City, State, Zip 


SATISFACTION GUARANTEED 





Address 
City/State/Zip 


Outrider, New York 
606 W. 57th St., N.Y.C., N.Y. 10019 
Outrider, Los Angeles 


| Quan. | | Sie | Price | 10545 W. Pico Blvd., L.A., Calif. 90064 


Outrider, Miami 
85 N.E. 167th St., N. Miami Beach, Fla. 33162 


i GES ae ee Free 80 page mail catalog with any purchase. 


Add $2.00 Postage and Handling. New York residents add 7% sales tax. Check M/O 





in 
; aT MaA 
Giant 5 ft. x 7 ft. poster/mural, 
yours for 4.99, shipping included. 
California residents add 6% sales tax. 
(Foreign orders add $2.00 for postage.) 


Send cash, check or money order to: 


Malibu Card & Mural Co. 
P.O. Box 877, Malibu, Calif. 90265 


Please rush my order for: 

















=.— Bike Sky Diver (not shown) 
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NOW AVAILABLE! 


MOTO-CROSS JERSEYS 
For All Brands of Bikes! 


+ Specially Made 

- Reinforced Elbows 

- Wash Easy 100% Nylon Mesh 
- Cool and Comfortable 

+ Immediate Delivery 

+ Standard Colors 

- Satisfaction Guaranteed 

- All Sizes 


We're just a little ole SEWING PLANT here in the 
hills of Tennessee. We MAKE and print MOTO- 
CROSS JERSEYS, the kind that won't wash out. 
MOTO-CROSS JERSEYS, The hottest thing around, 
sweeping the whole countryside. We put together 
all brands and color combinations, like HONDA 
YAMAHA SUZUKI KAWASAKI. 

You'uns want one or a dozen, or a gross, or a 
million; drop us‘uns a line, or call collect, and we 
sure would be proud to serve y'all! Area Code 615- 
426-7401. 


Village Togs, Inc. 
Industrial Park 


Lake City, Tn. 37769 


For mail order send $9.95 per shirt, plus $.70 postage. 
Specify brand and size (XS, S, M, L, XL). We welcome 
dealer inquiries. 















































































































































































































































































































































































































































$126.25 is too much. 


If you’re interested in 
looks, save your money 
and buy an imitation. 
For $126.25 you're 
buying Hooker 
performance... the 
most useable 
performance possible. 


Typical of a Hooker 
design, dyno tests on 

a 1973 Kawasaki 

Z1 900 with Hooker's 
4 into 1 exhaust system 
showed 85 horsepower 
at 8500 r.p.m. (stock 
read 73 horsepower) 
And the Hooker system 
produced horsepower 
for an extra 1000 
r.p.m.! You can get the 
most from your bike. 
Get Hooker. 





Send Hooker $1.25 and they'll send you information on all 
their products. Including auxiliary gas tanks, air filters and the 
super fiberglass spoilers & fender flares for vans. Write Hooker 
at 1032 West Brooks Street, Ontario, California 91762. 
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DAYTONA 1975 Continued from page 47 


side) and Reg Pridmore, significantly down on 
power from the level attained for last year’s 
Ontario Production event. In the 750 class, 
run concurrently with the Open bikes, Cycle’s 
Cook Neilson won on his Ducati Super Sport 
ahead of Turjanica’s Kawasaki H2 and the 
750 Honda of Carl Smith. 

Gene Romero had a very simple strategy 
for the 250cc Expert/Junior Race: sit it out. 
For Romero, 250cc racing is a distraction 
which blurs his focus on the 200-Miler. Al- 
though he can ride lightweights with consid- 
erable speed, 250s suit neither Romero's pref- 
erences nor his style. 

While Romero had a choice, Kenny Roberts 
didn’t. Yamaha needed Roberts. With Ya- 
maha’s vice-lock on 250 racing under serious 
assault from both Harley-Davidson and Kawa- 
saki, victory seemed pinned to Roberts’ riding 
talent. Given his druthers, however, Roberts 
would have joined Romero on the sidelines. 
Two-fifty racing drains a rider of energy, both 
physical and psychic, at a crucial time—the day 
before the 200-miler. 

The 250cc road racers demand the utmost 
in riding precision. Compared to the 750s, 
250s have very little power; consequently, they 
must be ridden with absolute accuracy on 
perfect lines, maintaining momentum and 
feeding as much power as possible to the 
ground for as long as possible. Overbraking 
or dive-and-cut lines or ragged sliding lose 
time. The tires, especially slicks, work very well 
when under power in a corner. But if a rider 
gets in too hot and then clicks back in mid-pas- 
sage, the tires chatter a lot, leading to a 
touch-and-go situation. Moreover, all the top 
250cc jockies can ride in the 99th percentile 
of effort, and the 140mph bikes aren’t strong 
enough to separate the quick from the super- 
quick riders in really fast corners. 

Horsepower differences, though small, be- 
come critical. The best rider in the world, if 
hampered by a slight horsepower deficiency, 
can’t win. On the other hand, no one—even 
if he has a horsepower advantage—can win 
without riding very hard. Consider Roberts’ 
dilemma in 1974. Compared to Don Castro’s 
250 Yamaha, Roberts’ similar bike was down 
on power. While he could pull distance out 
of Castro in the infield, Roberts lost it on the 
bowl. Though leading the 1974 250cc race— 
and busting himself in the infield—Roberts 
knew he was racing for second place. Ex- 
hausted, he finished second, his hair matted 
like a wet mop. The struggle left Roberts 
drained, and twenty-four hours later, he went 
into the big-bike race at less than his full 
strength. 

In 1975, vowed Roberts, he would make 
things easy on himself. His 1975 bike was 
faster than his 1974 mount, so power would 
be no problem. He figured on running up a 
fifteen-second lead, snapping his brain on 
auto-pilot, and finishing first a hundred miles 
later. If he had to ride a lightweight in 1975, 
he didn’t want a damp hair on his head at 
the race’s end. 

In his heat race, Roberts did some Yamaha 
research, finding out “where the horsepower 
was on the track.” To back up their front-liner 
Gary Scott, Harley-Davidson picked up Go- 
Fast Gary Fisher, a Yamaha specialist with 
a collection of trophies to document his light- 
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no.1 
cycle polish 


The reason is simple. 


Simichrome is the world’s finest all-metal polish . . . 
Imported from Germany . . . Endorsed by top cycle 
and automotive groups everywhere. Try it on 
chrome, aluminum, magnesium, brass—any 
metal, even plastic. Available at most cycle shops. 
If not, order direct: $1.50 per tube, 3 for $4.00. 
Dealer inquiries invited. g 
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+ FITS ANY MOTORCYCLE 


* OIL YOUR CHAIN 
ANYTIME 
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OIL 


See your dealers, if not available, send 
$2.50, and a Hip Shot plus our catalog 
will be mailed postage paid. 


Great State Mfg. Corp. 
Box 376 
McQueeney, TX 78123 
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weight expertise. On the first lap of the first 
heat, Fisher played rabbit for Roberts, who 
came alongside on the back straight, testing 
Fisher and the Italian twin. Having completed 
his investigation, Roberts devoured Fisher 
going into turn one, and summarily disap- 
peared out front. 

Fisher’s next company was Steve Baker, 
riding Yamaha Motor Canada’s TZ-250. 
Baker, whose bike was as quick as Roberts’ 
device point-to-point on the bowl, pulled past 
Fisher who was still in far better shape than 
his teammate Gary Scott. Scott’s Harley 
sounded ratty and hollow thanks to a duff 
Dansi ignition, and Greg Sassman, the third 
Harley man, likewise had a dose of the Italian 
electric blues. 

Rejuvenated John Long, who had a me- 
diocre 1974, rejoined the 250 headliners by 
motoring home fifth on a TZ-250 that had 
received little attention since mid-1974. Sand- 
wiched between third-place Fisher and fifth- 
runner Long was Yvon duHamel, who gave 
the new Kawasaki 250 its American battle 
debut. Though not a dazzling beginning, it was 
at least an encouraging start. 

In the second 250cc heat race, Ron Pierce, 
subbing for duHamel’s new teammate (a 
scuffed-up Jim Evans), rode another Kawasaki 
250 into fifth slot. His Kawasaki ride completed 
Pierce’s sampling of all the lightweights. He 
has had long experience with Yamaha 250s, 
and he spent part of last season in the saddle 
of a semi-works Harley-Davidson. On balance, 
Ron judges, in the present state of develop- 
ment the Yamaha TZ-250 is probably the best 
of the lot—despite the fact it’s the heaviest 
250 and needs modification to be competitive. 
The speed-up and chassis information is gen- 
erally available, and there are no real mysteries 
to making a fast TZ-250. 

Lighter than the Yamaha, the Harley-David- 
son is more powerful than the Yamaha or 
Kawasaki 250s—stock for stock. The Italian 
two-stroke has the broadest powerband, which 
runs from 8500 to 12,200. By contrast, the 
Yamaha checks in at 9000 rpm and goes out 
at 11,500 rpm, while the Kawasaki must live 
between 9500 rpm and 10,800 rpm. 

Presently the works Harleys and Yamahas 
are nearly even. Pierce believes the Harley 
has edge in handling and weight, though the 
Yamaha may have a half-shade more horse- 
power. However, Pierce continues, with two 
months of intensive development the Kawasaki 
KR-250 could surpass both its adversaries. 
First, the Kawasaki is considerably lighter than 
either the Harley-Davidson or the Yamaha—25 
to 35 pounds depending upon sources. Sec- 
ond, the Kawasaki handles even better than 
the Harley. Third, Kawasaki’s rotary-valve en- 
gine has the most potential. With its bore and 
stroke dimensions, tuners can duplicate Ya- 
maha port timing and proceed from there. 
From the rider’s point-of-view, the Kawasaki's 
biggest problem (other than subpar horse- 
power) are the intrusive expansion chambers 
and pipes that make it difficult for a rider to 
maneuver on the motorcycle. 

The Kawasaki has two different gear- 
boxes—a close-ratio and a wide-ratio (!) sev- 
en-cogger. Pierce much preferred the “wide- 
ratio” for Daytona, as it saved four shifts on 
the straightway alone. The seven-speed box 
proved genuinely useful; even with its Daytona 
power, the Kawasaki would give little away to 
MAY 1975 


the Yamaha in acceleration and would almost 
equal a works TZ-250 in top speed. 

For sheer speed, paddock tipsters pointed 
to privateer Doug Teague’s Yamaha. While 
Pierce guided the Kawasaki KR-250 to fifth 
place in the second heat, Teague led the 
charge. Right behind in second spot was Ted 
Henter, riding very hard on a slower Yamaha. 
Teague, a Senior Product Engineer for 
Chrysler Corporation, knew his motor would 
keep him clear of Henter, who in turn was 
taking a lot of pressure from Pee Wee Glea- 
son, also Yamaha-powered. In the infield, the 
dice for second between Henter and Gleason 
resembled a track version of bumper cars. 
Finally Gleason’s bike faded, first letting 
Henter slip away and then yielding to Don 


* ENTIRELY FUNCTIONAL 

* MEETS ANSI Z26.1-1966 

* DOESN’T CHANGE BIKE LINES 
* NO BLIND SPOTS 

* EASILY INSTALLED 

* EASILY REMOVED 


SEE YOUR LOCAL DEALER OR CONTACT: C-F Inc. 


Castro’s works Yamaha. So Teague reached 
the finish first, followed by Henter, Castro, 
Gleason and Pierce. Despite the terrific scraps 
in the second heat, Teague’s winning average 
(95.33 mph) was off Roberts’ pace in the first 
stanza (96.81 mph). 

When the flag dropped for the 100-miler, 
Baker tucked in behind Roberts—who led the 
first lap, and every one thereafter. Bailing off 
into the infield course, Roberts immediately 
established control. Inexorably, he drew away 
from his pursuers, making it look effortless. 
For Roberts, this departure was “effortless” 
in his own terms. He dialed himself into the 
requisite pace for a fifteen-second lead. Out 
front, he was clear of traffic until backmarkers 

(Continued on page 86) 
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spotted his open road. With seconds in his 
time-bank, he could settle into a comfortable 
pace which held the opposition at bay, and 
conserve his mental and physical energies. 

As Roberts’ lead widened and then stabi- 
lized, a serious dispute for second place devel- 
oped. Steve Baker led the pack behind Rob- 
erts, but Baker was quickly joined by Gary 
Scott, whose Italian twin had been much im- 
proved by some pre-race pooling of ignition 
parts back in the Harley-Davidson garage. 
Scott had already dropped Castro out of third 
place, but Baker proved a much tougher bar- 
rier. Coming out of turn one, Scott could open 
daylight on Baker, and by the time the duo 
flashed out of the last infield corner, Scott 
could have seven to ten lengths on the Cana- 
dian Yamaha. But after the speedway-chicane- 
speedway section, Baker would be tied to 
Scott at the finish line, sometimes coming 
abreast. Clearly Baker was setting Scott up 
for exactly the same kind of finish-line pass 
with which Castro had won the 1974 250cc 
event from Roberts. 

Downfield a few seconds, Doug Teague and 
Don Castro fought over third place, and this 
contest continued for about the first ten laps. 
After that, Teague began pulling away by virtue 
of his superior horsepower. Next Teague tried 
to reel in Baker and Scott. He erased some 
of their lead but failed to make a firm connec- 
tion. That left Teague a bit annoyed with 
himself. He should have, he later opined, made 
a real effort to stay hooked up to Scott and 
Baker in the first couple of laps. Instead he 
had restrained himself, and later he could not 
muster the lap times to close the gap. 
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Unlike his heat race, Teague didn’t have 
Ted Henter to worry about, nor did anyone 
else. After the 250 heats, Henter had taken 
a dive off his big bike in a practice session; 
the fall, which netted a broken wrist and collar- 
bone, ended Henter’s Speed Week. 

Castro was in good shape in fifth, unpressed 
by sixth-place runner Mike Devlin, trapped 
there by being a horsepower or two shy. Devlin 
had an edge over John Long, lodged in sev- 
enth. At the end of 50 miles, Ron Pierce’s 
Kawasaki occupied eighth, Tommy Byars slot- 
ted into ninth, and Yvon duHammel’s KR-250 
completed the first ten. 

At the halfway point Gary Fisher's Harley- 
Davidson was succumbing to ignition prob- 
lems, his bike slowed by the same parts-swap 
that had cured Scott’s bike. Harley-Davidson 
wasn’t alone in its sparking woes, as duHamel’s 
Kawasaki was soon scuttled when an ignition 
coil fell off. Pierce continued the Kawasaki 
effort, though his bike detuned itself with an 
ignition problem or a partial seizure. 

Once in heaw traffic, Gary Scott managed 
to detach Steve Baker, whose cause wasn’t 
helped by a rear tire which became more 
chattery as miles accumulated. Finally, with 
four or five laps to go, Scott got far enough 
away from Baker to eliminate any slingshot- 
passing maneuver at the flag. 

As Scott opened on Baker, Teague once 
again repulsed Castro, who had begun a mid- 
race charge that carried him past Teague. 
Hard riding in turn one and very late braking 
in the dogleg gave Castro a short-fused lead. 
On the wall, Teague’s engine subtracted by 
yards all the distance Castro had added by 
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inches. With 25 miles left in the race, Castro 
relented; Teague consolidated fourth once 
again, and Castro settled for fifth. 

From time to time, Scott appeared to close 
a bit on Roberts, but the decreasing interval 
amounted to little. In the waning stages of 
the race, Roberts detected a change in wind 
noise which suggested that somewhere, some- 
thing might be going awry with his TZ-250. 
Nothing was serious enough to cause his time 
cushion to shrink significantly, and at the end 
Roberts, averaging 98.42 mph, still had a 14.2 
second lead on Scott. 

Scott brought his Harley-Davidson to a. 
secure and impressive second, and Baker—in 
his first test since a fearful crash at Talladega 
in 1974—sewed up third. Teague and his 


_super-motor Yamaha captured fourth, fol- 


lowed by Don Castro in fifth. Devlin hung on 
to sixth, though John Long lost seventh to 
Tommy Byars inside the last dozen miles. 
Pierce’s Kawasaki survived to the end, falling 
back to a final thirteenth. 

After a hundred miles, the results could be 
read in several ways. Harley-Davidson seriously 
threatens Yamaha hegemony in the 250 class. 
The Italian twins are improving, and will re- 
spond to further treatment. With stronger 
pistons, the engines will be able to spin beyond 
their current 12,200 rpm limit—without the 
pistons diving through the exhaust ports. Bet- 
ter ignition systems and a weight-reduction 
program maybe on the development list. 

Harley-Davidson seems willing to innovate: 
Scott's bike started Daytona week with a rear 
disc brake attached outboard of the coun- 

(Continued on page 88) 
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MOST BIKES COME WITH NGKS 





High Alumina 
Ceramics— 
gives better heat 
dissipation and 
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insulation. 
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FOR A LONG AND ZAPPY LIFE 


BECAUSE THEY GO. 


All the good stuff in NGK 
spark plugs adds up to one 
thing: more go. That 
includes easy starting out 
on the trail on cold morn- 
ings, resistance to load up 
and high speed misfire. And 
like our slogan says: A long 
and zappy life. 

The copper core’s at the 
heart of it. Copper dissi- 
pates heat about five times 
faster than conventional iron 
core plugs. And you know 
how copper conducts elec- 
tricity. 

A long-nosed insulator with 
a swirl-clean tip burns off 
carbon and fights fouling. 
High grade ceramic and a 
special nickel alloy tip help 
keep NGKSs firing for extra 
miles. 


NGK SPARK PLUGS (U.S.A.), INC. 


12511 Beatrice Street 
Los Angeles, CA 90066 
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With a wide heat range that 
delivers top performance in 
all weather and driving con- 
ditions, its no wonder that 
NGK spark plugs are first 
choice as original equip- 
ment in Japanese bikes. 
Ditto in a great majority of 
all bikes sold in North Amer- 
ica. Plus being the top sell- 
ing Japanese plug in the US 
and Canada, and the fore- 
most plug made in Japan. 

A world-wide track, road 
and trail record for durabil- 
ity makes NGKs ideal for 
your kind of riding. Put a 
new set of standard or slim 
tip V-type NGKs in your road 
or dirt bike today. Especially 
if it's on one of the few that 
didn’t come with NGKs in 
the first place. 
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tershaft sprocket. The arrangement, which 
delivers better handling by removing unsprung 
weight from the rear wheel, had a serious 
flaw—it broke the rear chain. Scott’s bike 
reverted to its normal drum brake, but the 
experiment demonstrates Harley-Davidson’s 
determination to go Yamaha hunting, enthusi- 
astically and vigorously. 

Finally, Harley-Davidson’s team leader, Gary 
Scott, doesn’t suffer from ‘“the-unbeatable- 
Kenny-Roberts” psychosis. Scott believes he 
can whip Roberts, and without that premise, 
Harley’s pursuit of Yamaha would be a pain- 
fully curious exercise. 

Kawasaki likewise served notice at Daytona. 
The KR-250 has the potential to knock off 
Harley-Davidson on the way up and then 
topple Yamaha. Yet Kawasaki has an enor- 
mous amount of work ahead, not only with 
the 250 but also with the new KR-750. The 
big triples sorely need fast development, and 
that task could slow the KR-250’s progress. 
The Daytona experience suggests that the 
advantages of the KR-250—rotary valves, sev- 
en-speeds, low weight and super handling— 
have not been short-circuited by any appar- 
ent flaw, such as a propensity to self-destruct. 

With Kel Carruthers running the Yamaha 
team, no one should predict the sudden de- 
mise of the TZ-250. Yamaha has not resorted 
to a super-trick super-light one-off 250 model 
yet, though that possibility exists. Yamaha built 
some very special TZ-350-like twins for Agos- 
tinis World Championship defense last year; 
should the 250 series warm up in the United 
States, Yamaha could build special TZ- 250s. 

But for the present, Yamaha’s most out- 
standing speed-trick for the TZ-250 is Kenny 
Roberts. No other combination of man and 
machine has been able to touch his lap times. 
Without Roberts at Daytona, the 250 Yamaha 
could have been defeated. But with Roberts, 
Daytona was still Yama-Business as usual, 
dry hair and all. 

Premises and theories begin to coalesce 
into realities when the big bikes qualify three 
days before the 200-miler. Johnny Cecotto 
had been hot-lapping unofficially all week; 
Roberts had not come all that close to his 
reputed 2:04s; McLaughlin has had some 
handling bothers, but at extremely impressive 
speeds. The chips aren’t down in qualifying, 
but they are descending, and Cecotto’s chips 
looked mighty good. Smooth as glass, steady, 
under control, he ripped loose a heady 
2:06.72, about a second and a half quicker 
than last year’s pole-sitter, Paul Smart. Then 
Teuvo Lansivouri got under Cecotto with a 
brilliant 2:05.93, and Tiger Gene Romero 
checked in with a solid, front-line 2:07.18. The 
stage was set for Mighty Kenny. The track 
was Clean and dry. Fast laps had been turned. 
We've heard about your tire-testing times, Mr. 
Roberts. Now show us. 

Watching Kenny negotiate his way out of 
the slow dog-leg right-hander and accelerate 
to the last infield left indicated that Kenny was 
sparkling bright. He backshifted the big 750 
a couple of times, tipped it over to the limit 
and carved for the apex of the tight left. Once 
there, instead of maintaining his entry lean- 
angle and drifting up towards the retaining 
wall, he cranked in another twenty degrees 
of tilt and hopped hard on the gas. No-one 
watching had ever seen a motorcycle leaned 

(Continued on page 92) 














Trail 


[rack | SHAINLUBE 


or on the dirt, 

get longer chain life 

and a cooler running 

chain with new 

BG TRACK 'N TRAIL 

CHAIN LUBE. 

Sprays on wet, 

= penetrates into pins 

; DN and bushings, then 

SS becomes a semi-dry 
Jubricating film which 

resists collection of dirt and abrasives. 

Will not wash away by water, and will 

not discolor painted surfaces. 


BG PRODUCTS, INC. 
Box 11264, Wichita, Kansas 67211 
Distributor inquiries invited 
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Better Quardians for Motor Maintenance 
So ee S a Seo 


Our 1974 all-new, 220-page mail order 
catalog is the most complete catalog of 


parts, accessories, performance equip- 
ment, tools, and clothing for custom, 
street, competition, and dirt bikes. In 
addition to over 10, 000 accessories, we 
have included several "how to” articles 
that will really help you understand 
your bike better. The 1974 motorcyclist 
catalog is just the very best mail order 
catalog available. 





ORDER YOUR COPY TODAY 














Name 

Address 

City 

State Zip 

R Ce: 38 N Victory Blvd. Burbank. Calif. 
H 213) 849-7295 

ti UN ENTER = Hour order number 


Evolution of a classic. 


A classic motorcycle doesn’t happen 
overnight. It evolves over weeks and 


months and years. Triumph should know. 1917 Triumph Model H 
We began designing motorcycles at 

the turn of the century and built THROTTLE —two separate thumb-controlled 
our first in 1902. Many turned out to be levers, one for the air intake and one for fuel. 


classics — and we are justifiably GAUGES —50 mph speedometer, 


proud of them. | Q% odometer, and trip odometer marked 


Meet two Triumph classics. me yg in minutes to remind rider when 
; Bae. i 3 to lubricate engine. 


GAS TANK — capacity 1% 
PA-45 gallons gas, 2 pints oil in 
-— >69 separate compartment 
I > with plunger pump 
à. for manual engine 


DS 


à lubrication. 


: Cy ENGINE —550cc 
BRAKES -foot-operated S eet ; FA 4-stroke, 4 hp single- 
\ rear drum brake, hand-operated © cylinder Triumph with 


AJ front rim brake. total-loss lubrication system. 


> ain ELECTRIC STARTER—thumb-controlled effortless electric starting. 


1975 Triumph T160 | 


Trident R { SES SWITCHES — clearly marked and conveniently 
a à : 


positioned handlebar switch clusters. : 


*% GAS TANK—choice of two sizes, 3% or 5 gallons. Also 
available in Yellow and White. 


DISC BRAKES~—Triumph-Lockheed hydraulic disc brakes 
now on both the front and rear. 


ENGINE — 750cc 4-stroke triple, slanted forward for optimum weight 
distribution, featuring a high-performance tuned exhaust system. 
CIRCLE NO. 40 ON READER SERVICE PAGE. 
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Move up to a classic. ae 
e 
DTITTIM Sd 
Move up with TRIUMP® 
Norton Triumph Corporation, 2765 E. Huntington Dr., Duarte, Cal. 94010. Phone (213) 359-3224. 
Member Motorcycle Industry Council 
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How to get out of Winter. 
The genuine Yamaha parts 23-Point Check Up. 


The comprehensive Spring specials. 
Safety/Maintenance Check Up shown here But however your Check Up's 
is the ideal way to get ready for the prime performed, be sure to keep your bike 
riding weather ahead. genuine Yamaha. 
Your Yamaha dealer will perform By using all-Yamaha parts and 
the Check Up for you expertly, or you can accessories, you maintain genuine Yamaha 
do it yourself. quality and performance throughout your 
Many dealers are offering bike. Plan your Check Up now! 


1. Check, clean + 
and adjust points* | | 


3. Check, clean 
and gap spark plugs A= 


5. Synchronize carburetors 6. Check fuel filter 


7. Check battery, BY- = A a pl 8. Service drive chain 
service and charge ('/ ppp if (adjust, oil) 


13. Change engine and , 
transmission oil 


15. Lubricate all cables K 


Ky, 


Ga 18. Inspect swing arm 
~ bushings for wear 
R 


7 
AF 


19. Adjust steering - = Za k f 20. Properly inflate 
head A a 


22. Check operation of 
lighting system* 


23. Test ride and perform 
final adjustments 


* If Applicable. 





How to get into Spring. 
The Yamaha head to toe Suit Up. 


The head to toe Suit Ups you see here with the 23-Point Check Up, prepare your own 
are just two of dozens of combinations of rider body with some bright new Spring fashions. 
apparel available from Yamaha. They're now on display at your nearby 

Once you've prepared your bike's body Yamaha dealer. 


1. Official color-coordinated 
Yamaha helmets. 

| 2. Automatic Venturi 

ventilation goggles. 


3. Yamaha MX Jerseys, 
also in blue and red. 


Z | 4. Yamaha Wind Shirt in denim. 


Ex 
5. Split-cowhide MX gloves. Dj 


jj 6. Street gloves, 
a in black or brown. 


7. Tall Riding Socks | 
in red, blue, or yellow. 


8. Two-Piece, All-weather 
Riding Suit (pants only shown). 


9. Yamaha MX and Enduro boots. ® 


@ YAMAHA PARTS DISTRIBUTORS, INC. 
A subsidiary of Yamaha International Corp. 
Buena Park, California 90620. 


CIRCLE NO. 26 ON READER SERVICE PAGE. 





over that far. A few seconds later the an- 
nouncement came: “A brand newtrack record: 
2:04.44, for an average speed of 111.089.” 
By more than a second and a half, Kenny 
Roberts was the fastest qualifier, and as real 
as real could be. 

“I don’t know what Kenny knows that no- 
body else knows,” commented John Long a 
little later, “but I think it has to do with con- 
fidence and experience. He has a lot of miles 
on those 750s, don’t forget, and he had much 
to do with the design of the tires we’re all 
using. When he pitches his bike into a corner 
he knows exactly how far to lean it, and when 
to lean it, and when he can safely get back 
on the gas, and what the right line is. Yeah, 
confidence has a lot to do with it. That, and 


he’s so smart.” 

Behind Romero, and on the front line with 
a good 2:07.64, sat Steve Baker. On the 
second row, Ron Pierce, riding Kevin Cam- 
eron’s Boston Cycles Yamaha (2:08.21); 
Steve McLaughlin, riding for “Mississippi 
Round and the Hole in the Wall Gang” 
(2:08.23); Pat Hennen, a first-year rookie and 
Suzuki teamster (2:08.70); Agostini (2:08.72); 
and Takao Abe, the highest qualifying Kawa- 
saki rider (2:09.35). Others of note: duHamel 
qualified 17th with a 2:10.40, Gary Nixon 29th 
with a 2:12.68 (Nixon would subsequently 
withdraw and return to Maryland for yet an- 
other operation on his left arm); and Reg 
Pridmore, 60th with an absolutely brilliant 
2:17.01 on his roaring BMW four-stroke twin 


Waite or call and ask for our multi-page illustrated catalogue 


YOUR TAX FREE WORLD ON WHEELS 


Unique in the world — A wide selection of TAX-FREE European and 
Japanese CARS - BIKES - SCOOTERS - MOPEDS - BICYCLES is 


available for immediate - and on-the-spot delivery. — Our location 
is ideal, right at Schiphol Airport, Europe’s no. 1 gateway. 


EREE AT AMSTERDAM AIRPORT 
© GASOLINE FOR 100 MILES 
© ROAD ATLAS OF EUROPE 


SHIPSIDE AMSTERDAM B.V. 
PO BOX 7568 

SCHIPHOL AIRPORT C 

THE. NETHERLANDS USA 


PHONE 020-152833 


SHIPSIDE INC 


POOLAL VALUABLE COUPON — a 


E oliu the Nofwe Path 


with this new Self-Teaching 
Course from the people 
who taught the world Ss, 
Leathercraft 


LEATHER COMPANY 


Only $5.95 
with coupo! 






For your PEN 
copy of the Tandy 


GOOD ONLY AT TANDY 
LEATHER COMPANY 






COUPON CONDITIONS 


Mail or take this coupon to Tandy 
Leather Co., 


76107 


locations in most : 
cities nationwide. When ordering .WCY. 
by mail be sure to enclose local 


Name 


609 FIFTH AVENUE 
NEW YORK. NY 10017 


PHONE (212) 755-2080 


regular price $9.95 \~ 


Leather Catalog, write 
Dept. WCYJ, 1001 Foch 
Street, Fort Worth, Texas 


@ REGISTRATION AND LICENSE PLATES 
@ EUROPEAN MOTORING GUIDE 


TELEX NO. 
AMSTERDAM 12568 
THE NETHERLANDS 
CABLE 

SSCAR 
















7 kit 
COMPLETE 
with tools, 
dyes, buckle, 
instructions, ev- 
erything you need 

. except a mallet 
and a place to work. 
(Please Při 





tax plux 95c for shipping. Limit 
one coupon per person. Not re- 
deemable for cash and may not be 








used toward tax or postage. Cou- Address 
pon must be presented at time of 

Purchase. Cannot be used in com- 

bination with any other Tandy . 

offers. City 


Ke] 
N 


AEEA AEA ires: oct. 31,195 WE EEA EEE 


State ———— Zip 





(“That doesn’t sound like a motorcycle at all,” 
an observer commented. “It soundslike a war?) 

Racing is nothing more than a means by 
which one question can be answered: who’s 
going to win? Practice and qualifying tell who 
is likely to win and who isn’t; and the laps 
that unwind toward the checkered flag are 
comparable to the dancing lights on the face 
of a working computer: scratchwork towards 
a solution, entertaining to watch, certainly, but 
not to be confused in any way with the print- 
out. Across the front line on a clear and chilly 
Sunday, five qualifiers who had broken Paul 
Smart’s track record. The count-down begins, 
the lights begin to dance: at the two-minute 
marker Johnny Cecotto switches his TZ-750 
off. Oil has been discovered leaking from a 
fitting. The fitting is tightened. At the one 
minute sign Cecotto is out of position—Charlie 
Watson, Daytona’s referee, and Dick Pearson, 
the grid steward, knowing The Rules, attempt 
to communicate to Cecotto and his crew that 
they must wheel the bike to the back of the 
third wave. Nobody understands. Finally Pear- 
son points to his butt and runs to the back 
of the pack, and Cecotto dutifully follows. 
Flashing lights—work towards the final solution 
has begun already, and the field is still on 
the grid, engines nyekking. With Cecotto over 
100 yards away from his well-won front-line 
starting position and facing the wrong way, 


| the green flag flies. 


Lansivouri, having engaged first gear at the 
one-minute marker (“I saw him do that and 
I couldn’t believe it,” and Roberts) and sat 
on the grid for the entire minute with the clutch 
pulled in, launches hard and skids his Suzuki 
through the first corner, on his way towards 
a commanding but brief lead. Behind him 
Roberts (all the Yamaha riders were instructed 
to be gentle coming off the grid; clutch difficul- 
ties had shown up that morning during refuel- 
ling practice), Romero and Agostini. After one 
lap Ago had gotten around Romero, as had 
Steve McLaughlin. Steve Baker was sixth, 
Castro seventh, Abe eighth, duHamel ninth 
and Dave Aldana tenth. Johnny Cecotto, hav- 
ing started 76th, was nowhere in sight. But 
four laps later he was—in 18th, having dis- 
patched an even 58 riders. 

Roberts meanwhile had given up waiting for 
Ago, and had grown bored following Lan- 
sivouri. He mowed Teppi down on the fourth 
lap and rapidly opened a paralyzing lead. 
Lansivouri kept making distance on Ago, and 
behind the Italian star Romero, McLaughlin 
and Steve Baker had hooked up for a duel 
that lasted until the first round of gas stops. 
“Baker was just fine to ride with,” commented 
Romero. “He was smooth, thoughtful, predict- 
able. But McLaughlin . . . well, Steve’d be great 
to have around during Thanksgiving. He really 
knows how to stuff a turkey.” Stuffing is a 
term given to activities taking place generally 
during the latter stages of a race wherein the 
tightest, most abrupt lines are taken without 
regard for the surrounding, and competing, 
traffic. “I don’t know why he was riding like 
that that early in the race, but, well. ...” Further 
back Pat Hennen had run off the race track 
after overcooking the infield sweeper, Yvon 
duHamel had pulled into the pits with a broken 
shift lever and Hurley Wilvert joined teammate 
Aldana, where he would more or less stay 
until seizing his Suzuki. 


(Continued on page 124) 
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THE DUCATI REPUTATION 


Reliability - Handling - Power 


THE FANTASTIC, NEW DUCATI 860 


See it soon at your nearest Ducati Dealer 





BERLINER MOTOR CORP. 


RAILROAD STREET & PLANT ROAD, HASBROUCK HEIGHTS, NEW JERSEY 07604 
SOLE U.S. DISTRIBUTORS 
A BERLINER GROUP MEMBER: NORTON/AJS/DUCATI/MOTO GUZZI/PREMIER MOTORCYCLES & METZLER TIRES 
CIRCLE NO. 30 ON READER SERVICE PAGE. 





ALUMINUM 





the industry standard... 


@ Large diameter aluminum barrel for light weight. 
@ Competition-tested fin design for maximum cool- 
ing. @Hydraulically adjustable internally to six 


positions. @dAccepts standard springs. 

@ Top and bottom mounting eyes have 
“push-out” bushings. @ Space age 
materials engineered to aircraft 
tolerances. 


~ KONI GP SHOCKS: 











HNNED 





















KONITYPE | MAX. EYETOEYE SPRING LENGTH 
~76V-1381 GP 12” 812” 
~76V-1382 GP 12.9” 812" 
76V-1384GP 13.5” gy” 
76V-1385 GP* 13.5” 9v2” 





*For Maico, Penton and similar suspension. 





ALA: Self-Cycle & Marine Dist. 1606 Pinson St., Tarrant, Ala, 35217 + ARIZ: Rena Dist. Inc., 2935 No. 29 Dr., Phoenix, Ariz. 85017 * ARK: 
M.A.P.S., 8001 Assembly Ct., Little Rock, Ark. 72209 + CAL: Milne Bros. Acc., Box 517, Azusa, Cal. 91702 — Beck/Arnley of Cal., 3130 E. 


Maria St., Compton, Cal. 90221 — 


Malcolm Smith Racing Prods., 2758 N. Main St., Riverside, Cal. 92502 — Southern M/C Supply, Inc., 


5835 Mission Gorge Rd., San Diego, Cal. 92120 — Western Scooter Dist., 1599 Custer Ave., San Francisco, Cal. 94124 — Eurasian M/C 


Prods., 990 Benicia Ave., Sunnyvale, Cal. 94086 — Webco, Inc., 218 Main St., Venice, Cal. 90291 + 


COLO: Fay Myers Motor Co., 2015 W. 


Alameda, Denver, Colo. 80223 + FLA: Florida Cycle Supply, 4227 Clinton Ave., Jacksonville, Fla. 32207 + GA: Competition Plus Dist., 5673 


New Peachtree Rd., Chamblee, Ga. 30341 + HI: Hawaii Cycle Supply, Inc., 


973 Cooke St., Honolulu, Hi. 96813 + ILL: Nichols M/C Supply, Inc., 


41-35 W. 126 St., Chicago, III. 60658 + MINN: Diversified Dist. Inc., 14508 21 Ave., No. Minneapolis, Minn. 55440 « N.J.: Accessory Dist. Inc., 
175 Fair St., Palisades Park, N.J. 07650 + N.Y.: Beck/Arnley of N.Y., 548 Broad Hollow Rd., Melville, N.Y, 11746 — Wilco Sales Corp., Box 
1128, Rochester, N.Y, 14603 + N.C.: Cycle Gear, 3215 So. Blvd., Charlotte, N.C. 28209 + OHIO: K K M/C Supply, Inc., 431 E. Third St., Dayton, 


Ohio 45402 + ORE: Wheelsport, 2053 N.W. Upshur, Portland, Ore. 97209 « 


PENNA: Gene Shillingford & Sons, Inc., Box 577, Bristol, Pa. 19007 


+ TENN: Jim's M/C Sales, Box 5218, Johnson City, Tenn. 37601 + TX: Ed Tucker Dist. Inc., 9250 King Arthur Dr., Dallas, Tx. 75247 — Nortex 


Dist. Corp., Box 2601, Wichita Falls, Tx. 76307. 


Available from motorcycle dealers 


Bikoni Ltd., 150 Green St., Hackensack, N.J. 07601 


from coast to coast. Write for detailed application chart and FREE KON! decal. 
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WHY STRETCH! 


Tired of Bending Over? Then sit back and 
relax on your bike with a pair of 


SET BACKS 


Move your handlebars back where you can 
reach 'em. Yes, move ’em back over 2 
inches without changing cables or hoses 


in 30 minutes! 
FITS HONDA YAMAHA 
SUZUKI KAWASAKI BMW 


Send only $12.95 plus .50 postage to 
CREATIVE ENTERPRISES 


P.O. Box 9, Grapevine, Tex. 76051 


State Make & Mode! 
Texas res. add 4% sales tax. 





$ 











MV AGUSTA Continued from page 52 


nates the need for more complex and 
intricate casting/machining operations in 
a limited production engine. 

Item: Because the Bosch dynastart 
generator lies behind the engine sump, 
the main engine cases are narrower than 
the cases of a CB-400 Honda. 

An itemized catalogue of the MV en- 
gine’s lovely, arcane, sophisticated hard- 
ware might stretch on for twenty pages. 
But the listing would be a cruel joke if this 
elaborate machinery only excelled at 
being elaborate. Or made no power. Or 
was fragile as brittle china. 

The MV engine is rugged. It has that 
same run-on/run-on quality found in 
R90S BMWs and Honda 750s. There’s 
every reason to believe that MV engines 
are set-it-and-forget-it propositions. After 
initial break-in (600 miles), the valve 
clearances can be set (.010 and .012), 
and experience has shown that the valves 
will not normally require further adjust- 
ment for about 10,000 miles. The Bosch 
distributor-type ignition is very automotive 
as is the Bosch starter / generator, and the 
drive-shaft eliminates any fussing with a 
chain. Basic service intervals come round 
every 3600 miles. The engine isn’t tem- 
peramental. Our test bike would eventu- 
ally wet-foul plugs because the carbure- 
tors had slides which produced extraor- 
dinarily rich mixtures. Re-sliding for local 
conditions would have leaned out the 
mixture to normal. 

Italian machines traditionally have been 
spotted with ratty-tatty detailing. Not so 
with the MV 750S America. Italophiles will 
scarcely believe it, but Aprilia has finally 
built real handlebar switches with cast 
aluminum bodies and plastic buttons. The 
switches follow the same pattern as Ya- 
maha controls. The 750 America shifts on 
the left side, and brakes on the right. The 
switch has been done neatly inside the 
engine cases, so no Johnson-rod maze 
spoils the exterior. And at last MV Agustas 
have real air-filtration. A beautiful hand- 
hammered aluminum cold-air-box houses 
a very simple dry synthetic filter. 

The running gear changes have like- 
wise been extensive between the old 
750S and the America model. When Cycle 
last encountered the MV 750 Sport, the 
bike had a four-shoe front brake. That 
anchor has been replaced by double 
discs with Scarab calipers and master 
cylinder. Our test MV has the best Scarab 
disc brake system which we've tried; for 
feel and accuracy it’s almost in the same 
league as Lockheed components. The 
America model has a massive Ceriani fork 
which replaces less formidable models on 
earlier MVs. The heavy-duty Ceriani has 


| 38mm tubes and wider, stronger triple 
| clamps than previous equipment. 


The 
frame, which retains the same 55-inch 
wheelbase and basic geometry, has a 
longer, stronger steering neck. 

MV made no changes in the driveshaft 
unit nor in the gear ratios—primary, trans- 
mission, and final. The swing arm has 


(Continued on page 99) 
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Who cares 


if CAN-AM* spells value ? 


You should! 


IF YOU UNDERSTAND THAT: CAN-AM* firmly believes in 
spending money to give you engineering excellence. 
A no-nonsense rotary-valve engine doesn’t come cheap — especially 
if it’s only 10 inches wide — when its unique induction system permits precise 
inlet timing for high horsepower over a broad power band. 
A rugged transmission featuring quick in-gear starting. No chassis 
is worth its weight in high tensile steel unless it boasts extreme 
rigidity with a large diameter tapered backbone, perfect 
triangulation and the engine forming an integral part of the frame. 
All the smoothest torque and power curves in the world mean nothing 
if your motorcycle doesn’t handle. CAN-AM* gives it to you — long-travel 
rear suspension — adjustable steering head — improved chain geometry 
by using the swing-arm pivot bolt as the rear engine mount. 
An injection system is vital to feed undiluted oil directly to critical 
crankshaft bearing and provide lubrication to the rotary valve 


and cylinder wall. 
Making use of virtually indestructible, high density polyethylene 
for fenders and fuel tank is safe and functional. 


INDEX OF PERFORMANCE: Beat the “cc” habit! — Learn about performance. 
— Divide the weight of your motorcycle by its usable horsepower. — The resulting 
power to weight ratio indicates how many pounds each horsepower has to carry. 


That’s what INDEX OF PERFORMANCE is all about. Lafi-dsii 
That’s why CAN-AM* SPELLS VALUE! 2 
CIRCLE NO. 35 ON READER SERVICE PAGE. motorcycles by bombardier 


*Trademark of Bombardier Limited. All rights reserved © Bombardier Limited. Nov. 74 BOMBARDIER LIMITED, VALCOURT, QUEBEC, JOE 2L0,CANADA. 











Michael Parks of TV’s 
“Bronson” flies with the 
Eagle A/T. This is our super 
tire for high performance 
street bikes front and rear. 
Also available with raised 
white lettering. Though not a 
racing tire, the Eagle A/T has 
won such recent events as 
the Open Production and 
Super Street at Ontario, and 
the Open Production and 
Jr. G.P. at Riverside. 


There’s a Goodyear Eagle tire that’s right for th ; 
Motorcycle Tire Dealer stocks the full line. See him soon.. .and fly with the Eagles. 





Youre in good 


you fly with 


Debbie Lawler, “The Flying Angel,” 
flies with the Eagle R/T. 

Debbie broke the world’s indoor 
record when she jumped 16 cars 

in the Houston Astrodome. 
Whether she performs 
on dirt or on pavement, 
our dual-purpose, 
on-/ off-road tire takes} 
her where she 
wanis to go. 
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e way you ride. Your Goodyear 


Rolf Tibblin, three-time 
World Champion, flies 
with the Eagle D/S. 

Rolf won the Baja 4000 
and Mint 400 on the 
Eagle D/S. The third jewel 
in desert racing's Triple 
Crown—the Baja 500— 
was also won by the 
Eagle D/S. 
















company when 
the Eagles 


‘ 










Gary Bailey, “Professor of Motocross,” flies with 
the Eagle MX. Gary was the first American moto 
rider to beat the Europeans at their own game. He 
rides and teaches on the Eagle MX because it’s 
boss for motocross, and a consistent winner for 
the pros and the Sunday affemoon riders. 


Kenny Roberts, Grand National Champion, 
flies with the Eagle D/T. If you ride the dirt track, 
you can ride the same great tires that have 
carried Kenny on his most stunning rides. 

The Eagle D/T is built to win—on mile, half-mile 
and short tracks. 


Eagle D/T, Eagle MX, Eagle R/T, Eagle D/S, Eagle A/T—TMs,The Goodyear Tire & Rubber Company, Akron, Ohio 





Profile. 


Kiyoshi Kawashima, President, Honda Motor 


Like most large industriés, the motor- 
cycle industry carefully interposes its 
products and its middle management be- 
tween the consumer and those responsi- 
ble for the product's style, engineering, 
conceptualization, etc. Result? The peo- 
ple who buy the product know virtually 
nothing about the upper-echelon execu- 
tives responsible for it. In an attempt to 
close the gap, Cycle Publisher Tom Sar- 
gent will interview motorcycling’s be- 
hind-the-scenes corporate heads and try 
to determine what they are thinking about 
the present and future, how they evaluate 
problems facing our industry and how 
they react to crises large and small as 
the crises emerge. This interview—of 
Honda Motor Company Ltd.'s new Presi- 
dent—is the first. 


® Kiyoshi Kawashima, Mr. Honda’s 
hand-picked successor as President of 
Honda Motor Co. Ltd., has to be the 
youngest-looking forty-eight-year-old in 
the world. But his youthful appearance 
belies years of experience in motorcy- 
cling, all of them with Honda. Kawashima 
was one of the first employees hired by 
Mr. Honda when he incorporated in 1947. 

Because he literally grew up with the 
company, Kawashima has had a hand in 
nearly every aspect of the company’s 
affairs at one time or another. In his early 
years he apprenticed under the mercurial 
genius of Soichiro Honda in the design 
of motorcycle engines, a natural entry into 
the company for him considering his edu- 
cational background of mechanical engi- 
neering. Among the many hats Mr. Kawa- 
shima wore over the years was that of 
test rider. It was Kawashima, followed in 
a car driven by Mr. Honda, who rode the 
prototype Honda Dream 305 up one of 
the highest mountains in Japan and 
through the Hakone Pass—a feat which 
heralded Honda’s emergence as a com- 
pany capable of producing powerful and 
technologically superior motorcycles. 

In the late Fifties the Honda company 
decided that the quickest and surest way 
to announce its commitment and maturity 
to the world was to go head-to-head 
against European racing establishment 
—on its own home grounds. Kawashima 
was assigned this project, and for two 
years he was the manager of Honda’s 
successful racing efforts at the Isle of Man 
T.T. races. 

In the early Sixties Mr. Kawashima was 
instrumental in establishing the American 
subsidiary of the Honda Motor Company, 
and along the way he became a Director 
98 


of both the Honda Research and Devel- 
opment Company, as well as the parent 
company. His experience during the Six- 
ties also included that of general manager 
of the largest Honda factory, and finally 
appointment as the Managing Director of 
the entire company in 1965. In Sep- 
tember, 1973 Mr. Kawashima became the 
second President of Honda, replacing 
retiring Soichiro Honda. 

Kawashima brings to his new position 
practical experience in engine design, 
race management, export, line manufac- 
ture, and corporate executive decision- 
making. Obviously he has been carefully 
and meticulously groomed for his present 
responsibilities. His experience at Honda 
is both deep and broad, and his youthful- 
ness and energy point to a long reign as 





the head of this dynamic company. 

In an interview in late 1974, Kawashima 
revealed many of his ideas and thoughts 
on subjects that will affect both the future 
of motorcycles and his company. 

The most important issue facing motor- 
cycling? Kawashima’s response was un- 
equivocal—safety. He felt that noise abate- 
ment and pollution control were prob- 
lems that were very nearly solved, but that 
rider safety was the overriding issue fac- 
ing the industry. While he felt that motor- 
cycles were presently safe, continuing 
efforts to make them even safer should 
be developed and safety awareness pro- 
moted to both motorcyclists and non- 
motorcyclists. 

Did he feel safety could be oversold and 
thus frighten off potential motorcyclists? 





Co. 


Mr. Kawashima suggested that the pro- 
motion of safety should lead to safer 
riders, a safer sport, and therefore more 
fun. If safety deprives a rider of more fun, 
there is no point to it—but manufacturers 
do have an obligation to the public to 
point out some of the hazards. 

What technological innovations does 
he see on the horizon? Kawashima stated 
that since he was concurrently President 
of Honda’s R & D Company, he could not 
simply speculate on what might be com- 
ing in the future. However, he did express 
interest in automatic transmissions as a 
means of improving both the appeal of 
motorcycling and possibly safer riding. 

Did he feel the GL 1000 represented 
the outer limits of motorcycle technology? 
Kawashima was sure that the GL 1000 
was far from the technological limit, but 
that it may be close to the social accept- 
ability limit. Honda’s goal, he said, is not 
to simply build bigger and faster bikes, 
but products that continue to be socially 
acceptable. He added that Honda would 
continue to produce motorcycles for the 
American marketplace based on the de- 
mands of the American consumers. 

What role should the manufacturers 
play in racing? Kawashima was quick to 
point out that he was a racing enthusiast 
by inclination and through his experience - 
as a race manager for Honda, but he 
thought that factories should stay out of 
active race participation. He feels that 
factory racing efforts do not make true 
contributions to the development and 
popularization of the sport, and that in- 
deed factory participation may be 
counter-productive. The essential com- 
petition role for manufacturers, in Kawa- 
shima’s opinion, is to provide customers 
with machines they can easily race or 
convert for racing. Kawashima does not 
see Honda using competition results ex- 
tensively in advertising, and he feels that 
if Honda should return to racing it would 
be for the purpose of evaluating—and 
developing—new technology. 

How does Honda view the development 
of the motorcycle marketplace in the U.S.? 
Kawashima feels that while the market for 
motorcycles in the U.S. is now predomi- 
nantly a sports and leisure-oriented one, 
he sees no reason why there should not 
be an increasing market for motorcycles 
in practical and utilitarian applications. He 
feels that there may be a viable market 
for bikes as basic transportation, espe- 
cially as the cost of energy and other 
resources continue to climb. 


—Tom Sargent 
CYCLE 


MV AGUSTA Continued from page 94 


been taken straight off old models, as 
have the Sebac rear dampers. 

Our test America, which was literally the 
first production bike built, varied from 
later bikes in three ways. First, the in- 
strument panel, a la Ducati, has been 
scrapped in favor of the alloy instrument 
holders fitted to previous 750 Sport mod- 
els. This substitution brings the ignition 
switch back between the instruments. 
Furthermore, gas taps will be activated 
by the ignition switch, as per Moto Guzzi, 
and the centerstand toe-down bar, which 
ground slightly, will be raised a bit. 

Space relationships have been 
thoughtfully worked out on the MV 750S 
America. Since the MV’s suede saddle is 
firm, the roadster’s comfort grows out of 
the relative positioning of pegs, bars and 
seat. Not only is the saddle just 29 inches 
off the ground, it’s relatively low to the 
clip-ons—which have built-in risers. 
Moreover, the tank isn’t excessively long. 
The foot pegs have been positioned low 
enough so that the rider’s knees aren't 
tucked into his armpits. The foot controls 
intersect nicely with hands and feet; no 
awkward groping is necessary. The con- 
trols operate with a velvet softness, and 
the engine contributes to the luxurious 
placidity. The engine vibrated less than 
a CB-750 but perhaps a bit more than 
a CB-550. 

Of course, the America can’t match the 


BMW R90S for sheer luxurious comfort. 
The MV is more restful than other genuine 
clip-on roadsters, namely the John Player 
Norton, the Ducati Sport and Super Sport, 
or the Laverda SFC. Although the saddle 
has far less padding than a Moto Guzzi 
Sport, a 275-mile jaunt revealed no great 
difference in riding fatigue between the 
MV and Guzzi. 

The Bosch starter-generator spins the 
engine silently. With no preliminaries, the 
Italian four-cylinder whoofs into action, 
creating a mushroom cloud of sound: 
gear-meshing noise from the cylinder 
head chest balanced by the angry snarls 
from the four mufflers. Nicking the throttle 
skyrockets the tach-needle and curls your 
ears. The engine has no flywheel inertia, 
so instant throttle response is the engine’s 
middle name. 

With the standard exhaust system the 
rider can’t escape the noise. Most enthu- 
siasts wouldn't want to snuff out those 
intoxicating sounds. However, MV does 
manufacture a special exhaust system for 
the America, and the new plumbing, to- 
gether with a fairing, will back off the 
volume to 84 db (A). Cycle staffers sam- 
pled the decibels-down mufflers for a 
half-hour, and then reverted to the more 
standard-music mufflers. 

Without question, the 750S America 
joins that small (and dwindling) coterie 
of high performance street motorcycles. 
The driveshaft prevented any dynamom- 
eter testing; nevertheless, the dragstrip 


testing confirmed its strength. Bearing in 
mind its quarter-mile handicaps (weight, 
60-mph first gear, 140 mph fifth gear), the 
MV snapped through in 13.06 with a ter- 
minal velocity of 105.14. That’s really im- 
pressive since the MV gives away lots of 
time in the first 150 feet. Lighter motorcy- 
cles with larger engines geared more 
appropriately for the dragstrip (Laverda 
1000 and Kawasaki Z-1B) will stop the 
clocks quicker and deliver slightly higher 
trap speeds (Laverda 1000, 12.95 @ 
106.13; Kawasaki Z-1B, 12.37 @ 107.36). 
But no matter what you own, don’t bother 
trying to outrun the 750S America on 
the top end. At 85 mph (where it just has 
cleared second gear), the MV’s close- 
ratio gearbox and compact size works to 
its advantage. The 750S America would 
slip away from Cycle Magazine’s favorite 
Z1-B (dyno-tested at 83 horsepower) from 
80 mph upwards. Though no suitable 
place exists to test for meaningless top 
speed figures, our test bike was easily 
strong enough to climb well into the 130s. 

On board the MV certainly sounds brut- 
ish, but no harshness feeds into the con- 
trols. The clutch lever has a soft draw 
and a wide, predictable engagement arc. 
The gearbox shifts with the accuracy and 
feel of a bolt-action rifle. When the throw 
of the left-side shifter pedal was tightened 
up, it duplicated the touch and feel of 
right-side shifting MVs, which do the best 
gear-changes of all street roadsters. The 

(Continued on page 101) 
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Two secrets of youth 


for motorcycles. | 


No matter what kind of bike you 
own, you love it, right? So you want 
to do everything you can to keep it 
running well. Running smooth. And 
running young. 

And you're the one who can keep it 
running young. By making sure you use 
Quaker State Motorcycle Oil. 

Why? Because Quaker State Motor- 
cycle Oil has been developed by spe- 
cialists in quality lubrication for over 


=. 


am, 


2 


ENGINES | 
FOR 2 cYcLE £ usat | FOR 4 AN k 
RI aL ti 


















60 years. It's made from 100% j 
Pennsylvania base stocks and fortified 
with selected additives to help pro- 
tect pistons. Maintain protection in 
high operating temperatures. And 
provide detergent action that keeps 
the engine free of deposit build-up. 
So whether your bike is new or 
classic, whether you're young or 
young at heart, pick up a bottle of 


youth at your cycle shop. 


Quaker State your bike to keep it running young. 


CIRCLE NO. 31 ON READER SERVICE PAGE. 


twistgrip has a soft return spring, burning 
off a long-time Italian wart. 

You needn’t be Superman to make the 
front tire moan. The powerful dual discs 
system has no sponginess in it. Braking 
force goes up in a nice linear way, without 
demanding excessive muscle. By com- 
parison, the rear drum brake doesn’t 
exist. It feels almost powerless, and 
there’s not much feedback. It’s the single 
control distinguished by vagueness and 
fuzziness. 

The heavy-duty front discs are abso- 
lutely imperative, considering the MV’s 
562-pound wet weight and the speeds at 
which the engine will propel this mass. 
The MV outweighs the only other bikes 
of similar size and power. The Laverda 
1000 pushes the scales to 520 pounds, 
down 40 on the MV. Kawasaki’s Z-1B 
comes in at 540 pounds, undercutting the 
MV by 20 pounds. Other driveshaft mo- 
torcycles, the BMW R90S and Moto Guzzi 
Sport, are substantially lighter than the 
MV—70 pounds. The America’s compact- 
ness can fool you; it looks much lighter 
than it is. Pulling the bike on its center- 
stand (without knowing the trick) at once 
suggests how heavy the MV is. Surpris- 
ingly, all the weight isn’t in the engine. 
The complete unit, including starter- 
generator and carburetors, weighs just 
over 200 pounds. The MV carries a great 
deal of unsprung weight, especially at the 
rear, thanks to the driveshaft system. 

The choice of tires, tire combinations 


(in terms of front-to-back match) and rim 
widths makes an astonishing difference 
in cornering power (and the feel of that 
power) on any motorcycle. A so-called 
perfect combination for a given machine 
may only evolve after an extended period 
of trial and error. For some machines, it 
never happens. With a bike as heavy and 
powerful as the MV, the choice and bal- 
ance is critical. Our test bike came 
equipped with a Metzeler 3.50 x 18 Rille 
rib on the front rim (2.16 inches bead- 
head width) and a 4.00 x 18 Metzeler C7 
racing-block pattern on the rear rim (2.5 
inches). With the front inflated to 28 psi 
and the rear 32 psi (cold readings), the 
MV would weave and snake treacherously 
in fast corners. At those pressures, the 
handling produced bone-chilling fright in 
the rider. Leaving the front tire alone and 
lowering the cold pressure in the rear tire 
to 26 psi produced a stable condition 
without causing tire overheating. ‘Jot 
pressure in the rear tire checked out at 
30 psi. 

Moderately hard cornering was then 
perfect on smooth bends, but a bump in 
a fast corner used up the rear suspension 
movement (even with full spring preload 
on the shocks) and a slow oscillation 
would result. The MV drifts through 
corners more than most motorcycles, 
especially lighter bikes. A slow, controlled 
drift without oscillation means that a bike 
is able to use all the available tire adhe- 
sion without causing the frame to flex 


CIRCLE SPROCKET’S 


1975 CATALOG NOW AVAILABLE 


SEND $1.00 FOR OUR LATEST 32-PAGE CATALOG FOR PRICES AND SPECS ON: 


MAY 1975 


resonantly. With the MV, there's an awful 
lot of weight on the front wheel and much 
more development time needs to be spent 
on tire and wheel selection, as well as 
shock absorbers, for racing-speed con- 
ditions. 

The MV doesn’t handle as well as a 
Laverda 1000. Compared to a compe- 
tently prepared Kawasaki Z-1, the MV is 
taut and stable when the tires are inflated 
properly. The Z-1 mushes around and 
cushes against its cornering limit. The MV 
approaches its boundary more directly 
and without a lot of preliminary wiggles 
and loose-jointedness. And at the limit the 
MV will corner at higher speeds without 
oscillation than the Z-1. 

Alternate S & W shock absorbers with 
stronger damping and heavier springs 
helped to control the MV’s wobble-reac- 
tion in bumps through fast corners. But 
this stiffened the boulevard ride into 
harshness. Anyone who wants to push 
his MV 750S to its limit should be prepared 
to experiment with tires, rims and shock 
absorbers—and he should be an accom- 
plished, experienced rider because the 
MV, unlike the Laverda 1000 (but like the 
Z-1), is neither easy nor comfortable to 
ride really hard. 

Handling in terms of steering-response 
feel is slow and heavy. The MV can move 
you at such a blinding pace that the lack 
of flickery is reassuring. Decided and 
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© DISHED SPROCKETS ; 
Yamaha 125 MX, YZ, 175 MX; Hodak 
90-100 cc; Harley FX, FXE 1200; 
Zundapp 125 and Kawasaki KT 250 


STEEL DRIVER PEGS SPROCKETS 
Honda SR 75; Harley SX 125, Baja 100 


CONVERSION KITS 
Change your 428 chain to 520 chain for 
Honda CR-125; Yamaha 125 MX, YZ, 


175 MX 


COMPLETE LINE OF NEW ‘75 MOTOR- 
CYCLE SPROCKETS FOR EVERYTHING 
FROM AMERICAN EAGLE TO ZUNDAPP 
AS WELL AS MANY GREAT ACCESSORIES. 


> CIRCLE 
INDUSTRIES 


17901 ARENTH AVE., CITY OF INDUSTRY , CA. 91748 


U.S. (800) 423-8942 


CIRCLE NO. 41 ON- READER SERVICE PAGE. 


CALIFORNIA ONLY (800) 352-8989 
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PRESTON PETTY says... 





“I’ve owned a lot of helmets, but the Electro is the most 
comfortable, ‘professional quality’ helmet I know of... 
that’s why I switched to Electro.” 


THE 


PROFESSIONAL 
HELMET 


7116 LAUREL CANYON BLVD., NORTH HOLLYWOOD, CALIF. 91605 (213) 764-0200 
CIRCLE NO. 57 ON READER SERVICE PAGE. 









To 
9. CUSTOMIZE 
A AUTO/VAN INTERIORS 


UPHOLSTER ANY VEHICLE—START 

WITH YOUR OWN CAR OR VAN! 
A business so big, growing so fast, you 
need an appointment in most auto trim 
shops! Send for FREE MASTER PLAN, 
ILLUSTRATED BOOKLET on learning 
auto upholstery and interior customizing 
in your spare hours. No experience 

needed. VET APPROVED. 
AUTO UPHOLSTERY INSTITUTE, 
Orange, CA 92668 
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FREE! 


SPECIAL 


INTEREST 
RECORD 
CATALOG 


Spectacular sound! Stereo testing! 
Background music and sound effects! 
Special Interest Records available 
exclusively from Ziff-Davis. 

Send for your free Record Catalog — 
Ziff-Davis Publishing Co., Dept. cvs75 
One Park Ave., New York, N.Y. 10016. 





Synthetic Motor Oil 


increases power, mileage, 
and engine life. wholesale 
prices, club discounts. 
the wonderful company 
5490 cedar lane 
columbia, md. 21044 





purposeful pressure must be applied to 
the appropriate handlebar, footrest and 
tank side in order to change the MV’s 
attitude at great speed. The most advan- 
tageous rider position from which to guide 
the MV’s path is a crouch in a constant 
upright stance without body lean relative 
to the bike. It is difficult to change one’s 
body pressures accurately on a machine 
while hanging off to the pavement side. 

Six-thousand dollar motorcycles don’t 
qualify as disposable, throw-away items. 
So natural restraint and John Law, if 
nothing else, will keep MV riders away 
from hot-lick riding. At ordinary speeds, 
the MV does handle well enough, and 
produces no disconcerting quirks across 
bumps in smooth roads. The short wheel- 
base and small amount of trail minimize 
the sense of weight. Compared to a Moto 
Guzzi Sport, the America responds more 
quickly to inputs at moderate speeds, 
though it’s 70 pounds heavier than the 
Guzzi. Furthermore, there’s a tremendous 
horsepower differential. 

Again and again the MV impresses a 
rider with its style, smoothness, comfort 
and—most of all—its sheer power, which 
is accompanied by the ever-present MV 
music. The 750S America is a grand bou- 
levardier suitable to street parading, 
mountain-road stroking, and autostrada 
smoking. Name any venue; the red-and- 
silver MV will be the star attractior. 

Exclusivity comes at no extra cost. At 
the very best, MV can build 200 America 
models in 1975, all of which will land in 
the United States. With this limited pro- 
duction motorcycle MV has finally made 
a commitment to the American market. 
It's almost ironic. At the same time MV 
at last arrives, other high-performance 
European models are disappearing from 
the American scene. Moto Guzzi’s 
American efforts have been totally con- 
centrated on the 850 T. Farewell, 750 
Guzzi Sport. At least for 1975, and per- 
haps longer, Ducati Sports and Super 
Sports Desmos cannot be imported into 
the United States. Both bikes are victims 
of right-hand shift legislation. And the 
factory, which can sell the entire produc- 
tion in Europe, sees no compelling reason 
to make a U.S. version. Also the newest 
Laverda we've seen still has right-hand 
shift; until that can be changed, you won't 
see Laverda 1000s here either. The BMW 
R90S, measured by Laverda-Ducati-MV 
standards, is a high-volume motorcycle, 
and fortunately the German twin won't 
disappear. But a distressing fact remains: 
those who like European interpretations 
of high-performance motorcycles may 
find their choices severely limited, or the 
options increasingly expensive. 

Given those realities, every MV America 
750 which lands in the United States will 
be snatched up. An eager welcome may 
encourage MV to build even more sport- 
ing motorcycles in the future. MV Agusta 
has financial, technical and manufactur- 
ing resources to offer a continuing line 
of high-performance limited-production 
motorcycles. Exciting as the 750S 
America is today, we can hardly wait till 


tomorrow. © 
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Save up to $50 
on a tune-up. 


You can handle most maintenance and re- 
pair jobs yourself, and save on shop labor 
costs. Chilton’s step-by-step, detailed man- 
uals show you the way. They’re written by 
rider-mechanics with the knowledge and 
experience to explain in language, photos, 





understand. Choose the comprehensive 
Chilton Motorcycle Repair Manual, the indi- 
vidual Repair & Tune-up Guide for your 


particular make—or our Motorcycle 
Troubleshooting Guide for all two- and four- 
stroke models. They'll really help you do a 


diagrams and 





CHILTON’S MOTORCYCLE 
REPAIR MANUAL 

Everything you need to work on any model 
is covered—model identification; main- 
tenance information; tune-up details; 
engine and transmission removal, repair, 
installation; lubrication system repair; car- 
buretor overhaul; electrical system testing; 
comprehensive chassis procedures. 
Covers troubleshooting and service for all 
components and systems. All necessary 
specifications. It’s the most complete 
motorcycle manual available! 1200 fully 
illustrated pages. Written in clear, concise, 
easy-to-follow language. Use the coupon 
to order your copy today. $22.95. 


CHILTON’S NEW MOTORCYCLE 
TROUBLESHOOTING GUIDE 
Shows how to find just about any motor- 
cycle problem quickly and accurately— 


illustrations you'll 


readily 


then explains, in simple language, how to 
solve it. Provides everything from basics 
to systematic troubleshooting charts. $7.95 
hardcover, $5.95 paperback. 


CHILTON’S MOTORCYCLE REPAIR & 
TUNE-UP GUIDES 
Written by rider-mechanics—and loaded 
with essential, practical information. Pre- 
cisely detailed preventive-maintenance 
schedules help you avoid trouble. Easy- 
to-follow diagnosis and adjustment instruc- 
tions to keep your bike in street tune. With 
comprehensive, accurate and easy-to- 
follow repair procedures. Guides are 


CHILTON: BOOK COMPANY 


Radnor, PA 19089 











O Also send me your complete catalog. 
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job right. And save. 


organized for fast help, maximum con- 
venience. Cover all systems and work you 
can reasonably expect to do yourself. 
Helpful notes and cautions avoid possible 
pitfalls and problems—including hints on 
doing some jobs without hard-to-get 
factory tools. The most useful buy you'll 
ever make for your bike. Clothbound, from 
$6.95 to $8.95. Paperbound, from $4.95 to 
$7.95. Check your nearest motorcycle 
dealer for the repair and tune-up guide for 
your bike, or write to Chilton Book Com- 
pany, Dept. MS, Radnor, Pa. 19089. 
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BSA. Through 1972. 

Bultaco, Montesa & Ossa. To 1972. 
Harley-Davidson Singles. 1947 to 1972. 
Harley-Davidson V-Twins. 1959 to 1972. 
Harley-Davidson V-Twins, 2nd ed. 

1965 through 1974. 

Hodaka. 

Honda Fours. 1963 through 1972. 
Honda Fours, 2nd ed. Through 1974. 
Honda Singles. 1963 to 1972. 

Honda Twins. Through 1972. 

Honda Elsinores. Through 1975. 
Honda XL-Series. Through 1975. 
Kawasaki. 1966 to 1972. 

Kawasaki 900Z-1. 1973 and 1974. 
Kawasaki Triples. Through 1975. 

Moto Guzzi. 1966 to 1972. 

Norton 750 and 850. 1966 to 1973. 
Suzuki. 1963 through 1972. 

Suzuki Singles and Twins. 1963 to 1972. 
Suzuki Triples. 1972 through 1974. 
Triumph. Through 1972. 

Yamaha. 1964 through 1972. 

Yamaha Enduros. 1968 through 1974. 
Yamaha Street Two-Strokes. 
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AKRONT ALLOY RIMS === 


= 5 mpg figures attained during tests; his 
ARim That Doesn't Ream Your Wallet | s2sis.r2.z.c.t", 2%" 
he would be disbelieved. But his 60/72 


mpg (depending on US or IMP gallons: 


Winning may mean everything to you, but why spend more than is necessary | ; Us gallon = .83267IMP) is a nice line 
for a rim that helps you win? After all, money’s important, too. in throw-aways; he casually mentions it 


For the most part, there are two rims on 
the market that are superior to any others 
for dirt riding conditions. Both offer vir- 
tually identical features. Like: 


e Lightweight aluminum alloy 
construction 

e No ridge to fill with mud 

e Heat-treated for increased tensile and 
proof stress 

e Deep knurling to prevent tire slippage 

o Flash-butt welding for rigidity at weld 
points 


All the important factors compare. Ex- 
cept the price. Akront Alloy Rims are 








| as though it's not very much. And the 
more normal heavy-handed riding will give 
all of 50/60 mpg. 

The seeds of the Silk 700 were sewn 
when a company producing public-utility 
grass-mowing machines approached Silk 
with the proposition that he construct a 
suitable engine. 

What emerged, with torque charac- 
teristics Computed at QUB, was an all- 
alloy engine weighing 50 pounds, half of 
which iay in the crankshaft. A marine 
| version followed, furnished with barrels 
suitably ported to develop maximum 
: torque at a mere 1500 rpm. And Silk, ever 
the motorcycle enthusiast, put his two- 
wheeler project in motion. 





16to19in. $22.00 










priced from $22 to $36. Is it necessary 16to19in. 30.00 Early this year, a Silk 700 clubman 
to spend up to $50 for a rim with the ee fate 18 i ana production racer made an appearance, 
? ; to 19 in. .00 riced at $2600 and strictly designated 

same technology as Akront? WM E whe l 21 in. 30.00 eu Liege phere y g 
That’s the question many pros, experi- Pa Cy Lype in. 32.00 But if you want the date when a fully 

oe WM 4% Offset Rim 16 in. 32.00 : ; $ 
enced dirt riders and accessory dealers WM1, 40 Hole | equipped Silk roadster will be marketed, 
are asking right now. We're sure there'll Speedway Type Drilled 23 in. 36.00 | | could only give a guess. Or if you're 
be some changes made. ; : wondering whether Silk’s laudable ambi- 
ear Manele wie year, model and make) | tion will ever be transformed into reality, 
Ask your dealer or write: Dept. C | I'm sorry, but | can do nothing to put your 
P.0. Box 2307 mind at rest. 

cAKRONT NORTH AMERICAN Anaheim, Ca. 92804 —Jim Greening 
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4 No matter what kind of cycle you're riding—offroad 
EVERYBODY S (VCLE or street, or mini—it collects dirt. The carburetor gums up. 
, The chain requires both cleaning and lubrication. 
Gumout Degreaser quickly cuts through heavy 
NEEDS | TRIP 10 layers of oil, grease and road dirt, washes clean with a 
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f spray of water. 
TEE CLEANERS Gumout Chain Lube penetrates fast to all points of 
@ the chain, protects, lubricates. 


Gumout Carb Cleaner, great for 2 or 4 cycle 
engines. Poured in the gas tank it absorbs moisture and 
dissolves gum deposits inside the carburetor as you ride. 

Jet Spray Gumout zaps off carburetor gum and 
exhaust grime—cleans chains right down to the bare 
metal, in seconds. 

Your bike needs them all. Get them all wherever 
quality motorcycle products are sold. 
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Most men know they’re not getting enough 
exercise to keep their bodies in good shape. 
However unless their careers depend on it 
(like professional athletes, actors, etc.), it’s been 
my experience that most men will not continue 
with a regular training program long enough for 
it to do them much good unless the training is 
fast, easy and shows results right away. 
Bullworker training gets a top score on all 
three counts: 
—it’s fast: each exercise takes only 7 seconds 
and the complete workout can be done in about 
five minutes 
—it’s easy: most men between 15 and 65 in good 
general health can run through the full program 
without getting tired 
—you see your improvement right from the very 
first day on the built-in 
Powermeter. After about 
two or three weeks of 
regular training, most 
men can measure an ex- 
tra inch or two of muscle 
on the shoulders, the 
chest, the biceps—and 
an inch or two less flab 
around the waistline. 
And that’s just the be- 
ginning: there are spe- 
cialized exercises for 
building-up or trimming 
down any part of your 


E 
Claude Vignec, 
physical training 
expert says: 





See your strength 
G-R-O-W-I-N-G 
day by day on the 
built-in patented 
Siete 
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| RECOMMEND BULLWORKER 


BECAUSE IT’S FAST, 
IT’S EASY AND 
IT REALLY WORKS! 


body you want to. What’s more, since Bullworker 
training is progressive, you perform better each 
time. Yet the training always seems easy since 
with every workout your strength increases by 
about 1% —that’s an increase of up to 50% in 
just three months, and I’ve seen many men go 
on to double and even triple their strength. 

It’s my opinion that Bullworker is the most ad- 
vanced home trainer on the market today. | use 
it and recommend it to any man who wants to 
get back into shape fast. 

For free details about Bullworker Fitness 
Training, recommended by fitness experts, 
champion athletes and nearly two million en- 
thusiastic users the world around, mail coupon 
today. No obligation; no salesman will visit. 


BULLWORKER SERVICE, Dept. Bw1827 
201 Lincoln Blvd., Middlesex, N.J. 08846 
Please send me my FREE full color brochure about 


BULLWORKER 2 without obligation. No salesman 
will visit. 














Name _Age 
please print 

Street_ 

City. 

State Zip. 





Canada: Home delivery duty paid. Ask for FREE booklet. 
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BARGAIN 
HUNTERS! 


DISCOUNT GOODIES 


Chopper 
Touring 
Repair Parts 


JUST A FEW OF OUR BARGAINS! 
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< Honda Glas-pak 
Cross-over 
“Drag” Pipes 
CB750 
CB500 
CB550 
CB400F 
CB350F 
$69.30 
Kawasaki 
Z-1 900 
Cross-over 
“Drag” Pipes 
$69.30 


Bore” Kits 

CB750 900cc 
$125.00 
CB500/550 605cc 
$107.50 

Kawasaki Z-1 

900 1100cc 
$137.50 


Finned Cover Kits 
(8 valve, rotor 
1-point cover) 
CB750 

$21.00 kit 
CB500/550 
$21.00 kit 


CB350F 


Honda CB750 
“Sunburst” 
Large Header 
Clamps 
$16.80 

sets of four 





Tanks, Fork Tubes, Handlebars, Cable Kits, 


Highway Pegs, Mufflers, Sissybars, 
Frames, Hardtails, Saddlebags, Wind- 
shields, Seats, Tires, and much more for: 
HONDA, YAHAMA, KAWASAKI, SUZUKI, 
TRIUMPH, BSA, NORTON, HD etc. 


FREE CATALOG 


TOMBSTONE CYCLE 


820 Kildonan Drive, Winnipeg, Manitoba, 
R2K-2E9, Canada 
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Honda “Big 


Honda 10 piece 


$21.00 kit 


PENTON 400 Continued from page 37 


required little more than a slight nudge 
for crisp gear exchanges. Starting had 
become a one-kick effort whether the 
engine was hot or cold. Carburetion was 
brought spot-on by lowering the jet needle 
one notch. No jetting changes were nec- 
essary. Most important and pleasing was 
the softening of the engine’s explosive 
power surge. The low-speed power range 
had broadened, and the vault into the 
upper rpm band was more gradual. 

The dynomometer graph shows the 
engine’s surge once above 4500 rpm. 
Even though a sub-400, the Mint pro- 
duces more horsepower than any enduro 
bike ever tested by Cycle. At 34.36 bhp 
the Penton delivers four horsepower more 
than the Maico 400 Qualifier and only four 
less than the. Yamaha MX 400 (actually 
396cc). Hooking this muscle to the 
close-ratio six-speed gearbox makes it all 
available at any speed from six to 60 mph. 

Racing across the rough southern Cal- 
ifornia desert trails can be murderous on 
suspension units—especially shocks. Fast 
speeds and lengthy whoop-de-doo trails 
fatigued the rear Cerianis, and we found 
that placing the shocks in the lay-down 
position made the Penton pitch exces- 
sively. We re-mounted the shocks (with 
the 110 pound springs) in the far- 
thest-forward vertical position. This low- 
ered the rear of the bike about %-inch, 
reduced the axle travel from seven to 
six-inches and allowed us to take up one 
inch of chain slack. 

The improvement in handling was dra- 
matic. The pitching of the back end 
diminished to a predictable bounce. De- 
celerating or braking into choppy turns 
resulted in less side-to-side hopping, and 
rear-end stability made for better traction. 
Steering the bike with the throttle was 
much easier. Most beneficial was an 
amazing improvement in front-wheel pur- 
chase on hard, dry surfaces. Rather than 
constantly skipping and bouncing, the 
narrow 21-inch Metzeler would glide 
lightly over choppy surfaces. Increased 
straight-line stability made hill-climbing 
easier and downhilling faster. 

Without question the Penton 400 Mint 
is the quickest enduro bike available. 
Taller secondary gearing would make it 
the fastest. It is in no way just an enduro 
bike: it’s a multi-purpose weapon. After 
a lengthy run-in, the Mint is perfectly 
capable of competing in any enduro or 
ISDT qualifier anywhere in the country. 
Only a limited number of riders will want 
more than the Penton delivers. 

A number of design flaws keep the Mint 
400 from being perfect. The shift lever 
is too short and must be adjusted up high 
to clear the rider’s boot. Installing a com- 
pression release for starting will greatly 
ease kicking effort—particularly important 
toward the end of fatiguing events. Re- 
placing the stock clutch cable with a 
nylon-lined assembly will reduce heavy 
lever pull, and clutch drag can be con- 
trolled by trueing the outer plate through 
adjustment of the clutch springs. 

(Continued on page 108) 





“TRICKIT:’ 


MAKES FORKS PERFORM 


FROM THE 
SUSPENSION 
EXPERTS 


Some motocross and 
enduro bikes are superb 
in every respect but one: 
suspension. The new 
TRICKIT Fork Improver 
Kit remedies that. 
TRICKIT is an inexpen- 
sive, easy-to-install kit 
that makes Yamaha, 
Suzuki, or Kawasaki 
forks perform as good— 
or better than—any in the 
world. TRICKIT’S unique 
(patent applied for) valve 
design assures that 
precisely the correct 
amount of oil is trans- 
ferred—exactly as 
needed. The result: a 
softer, better, more con- 
trolled ride, better 
handling, less shock to 
the handlebars, and 
greater safety. 


Easy installation and 
precise instructions, too. 


TRICKIT® Fork Im- 
prover Kits for Yamaha, 
Kawasaki* and Suzuki 
100 cc. to 900 cc. 
Models (aluminum fork 
sliders only) ... .$9.95 








*Kawasaki KX 250 
(UGTA), adess nice $14.95 
CZ 125, 250 and 400 
(Clore: Stic a oe a $9.95 


NEW Pressure seal kit 
for Koni Shock Ab- 
SOMDers' oor cesa $14.95 
State make, model and 
year when ordering. 
Plus 50¢ handling charge. 


California residents add 
6% sales tax. 


DEALER INQUIRIES 
INVITED 








Products 


11509 Bexley Drive, Whittier CA 90606 
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CYCLE 


i= 
g 
When you're roughriding it, 

count on Hondaline™ apparel to give 
you protection, comfort and dura- 
bility in riding gear. And a Hondaline 
enduro suit gives you all of that and 
style, too. Made from heavy, coated 
nylon fabric, the suit has features like 
snap and Velcro™ pocket closures, 


© a heavy-duty zipper front, and adjust- 


able Velcro bindings on the wrists 


` - and legs for a sure fit. And there's 


Scotchlite™ trim on the reversible belt 


= for safer night riding. The suit is resist- 


ant to wind, water and scrapes you 
might encounter in the rough. 
Great-looking, rugged Honda- 
line boots have reinforced toes and 
heels. Steel arch supports. Protective 
padding inside, thick cowhide outside, 
and a buckle over the inner-lace system 
for ankle support. For your hands, 
there are durable motocross gloves 
with natural curved fingers and pro- 


P tective ribbing on the backs. And top 


yourself off with a tough, lightweight 
Hondaline helmet. 

So before your next jaunt in the 
outback, outfit yourself with Hondaline 
gear. The country's most widely dis- 


seg tributed riding apparel. And it's avail- 
Mable only at Honda dealer's. 


PTD ept SX Box 30: 4 Calif 90247, 3075 AHM. 


>» 
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s More riders are putting us on. 


D rm 
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EPAIR AND Flew: 
R Motorcycle 


THREE BON? Ni 
OF AMERIC’ 
















SAFETY 
TRAINING CAMP 


75-5-10 
AMERICAN MOTORCYCLE INSTITUTE 
PO BOX 2628, DAYTONA BEACH, FLORIDA 32015 


Phone TOLL FREE 1-800-874-0645 
Florida Residents CALL COLLECT 1-904-255-0295 





e MOTORCYCLE SAFETY FOUNDATION COURSE 

© FOR AGES 12 THRU 17 @ BOYS AND GIRLS 

e SUMMER JOBS AVAILABLE FOR HS & 
DRIVERS ED TEACHERS 

e OPTIONAL DISNEY WORLD. SPACE CENTER 








Name: 
Street: 
City ee 





TWO WEEK SESSIONS STARTING 


JUNE 8 JULY 6 AUGUST 3 
JUNE 22 JULY 22 AUGUST 17 


SEND THIS COUPON FOR FREE BROCHURE NOW! 
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After every ride the spokes must be 
tightened. The sharp edges on the U- 
shaped Akronts deliver pinching blows to 
the inner tubes unless high air pressures 
are used. The electrical ground wire must 
be moved from the handlebar clamp bolt 
to the frame to prevent current arcing 
across the steering race balls. Installation 
of a stronger carburetor spring, or 
stretching the stock one, will keep the 
slide from oil-sticking at a high idle. Desert 
riders will need a wider skid plate to keep 
rocks from punching holes in the side 
covers. The absence of start-in-any-gear 
means you have to find neutral each time 
the engine is fired. The non-cleated foot- 
pegs get slippery in the mud. 

The worst feature of the Penton is its 
unavoidable thirst for fuel. The engine’s 
additional boost porting, and its need to 
run high in the rev range, makes it devour 
fuel at the rate of 15mpg when racing. We 
drained the 2.9 gallon gas tank at 48 miles 
during an enduro. 





The Mint’s best attribute is getting from 
one turn to the next in the least amount 
of time. It has enough low-speed torque 
to permit docile plonking through slow or 
tight sections with minimal effort. In really 
rough terrain it will go as fast as you are 
able. 

Off-road, the Penton Mint 400 can do 
it all and win. It’s the best of the Penton 
line because of its long travel fork, adjust- 
able rear suspension, awesome perfor- 
mance and long-searched-for depend- 
ability. The Mint demands an aggressive 
rider that will conform to its habits; it offers 
little compromise as a play bike and ab- 
solutely none as a street machine. It’s an 
authentic ISDT-type race bike with no 
concessions made for beginners. The 
Penton dealer network is thoroughly en- 
trenched across the country and three 
distributors carry every part a rider could 
need. The Mint 400 is a championship 
caliber enduro racer for riders that are 
serious about winning—and are willing 


to forfeit a king’s ransom for the best. © 
CYCLE 





————e—«—«—_—_—e 


i 





a em a 


OUTRIDER 


FOR MAN AND HIS MACHINE 
















BELL—SUPER MAGNUM 
The new Super Magnum is safer, 
lighter_and quieter than Magnum 
apt, Featuring a new ear-neck 
padded roll for greater protection 
on or off the track. With a full 
fiberglass shell and polystyrene 
uner the Super Magnum exceeds 
all Snell ‘70, DOT, Z90.1 standards 
for safety. Weighing only 38 OZ., 
the Super Magnum comes in silver 
or white. Sizes 6-1/2 to 7-1 ee a 















“HANG-TEN” BOOT SOCKS 
Do your feet get hot and sweaty? 
These socks are made for wear 
with any boots. Cotton and syn- 
thetic fiber provide maximum ab- 
por bency, and “breathing” without 
bulk. Yet warm enough for the 
coldest riding weather. 20" high, 
in grey with lime green top. 

Pr. $2.95 





















NGK SPARKPLUGS 
Order by mail and save! Original 
plugs on Honda and other leading 
motorcycles. Send original NGK 
number—or make and model of 
your bike and we'll send correct 
plug. Sold Sny, in boxes of ten. 
tandard NGK Plugs $8.90/box 
B8 HC & BI HC 

special for Yamaha$12.50/box 


(Racing & “V” Gold-Palladium 
plugs not included in offer.) 
















“DYNAMITE” DENIMS 
Latest style for motocross, enduro 
or trail riding: Heavy duty denim ELASTIC KIDNEY BELT 

has special knee and side padding, Support your kidneys and back! 





























sewn on belt. Great for gals, too. A must for trail, touring or com- A 
Order by waist size 22" thru 38”. petition. Durable, stretch-elastic » : 
construction wi eel spring \ 
$19.50 ti ith steel i CORONA TOURING BAG \ 
stays, chrome snaps. In black, Small packages and personal ef- R 
sizes 28” thru 38". $8.50 fects no longer need to be a 
problem when you have this handy CB750 OIL PRESSURE GAUGE 


touring bag. Strap on arrange- Why take chances? This little 
ment allows instant removal tor gauge tells you your oil pressure 
use aS a small “‘carry-all'’ bag. instantly, can save you costly 
Completely waterproof, has a lock repairs. Simple five minute instal- 
zipper and is 12" x 9" x 5". lation, no special tools needed. 
Black Vinyl For all Honda CB750’s, $12.95 
Brown Canvas 
































ENGINE-TO-TIRE PUMP KIT 
Flat tires do happen—so don't 
get caught without this handy 
tire pump. Small, compact and 
fits easily into any bike tool kit. 
Simply remove sparkplug, screw 





LANGHORNE LACE-UP BOOTS 


seit Our most popular “Boondock” 
MOTOCROSS GLOVES boot. Just the thing for woods, 


Protect your hands and knuckles! P z trail, or any off the road use. 


Ideal for woods, enduro and H 

motocross. Sewn-on rubber strips j , eth aep hon hesuy fg adaptor in plug hole, connect to 
rotect back of hands and fingers. duty feather construction with valve stem and kick your engine 
ough, yet supple genuine leather . reinforced toe and heel. In solid over. Muiti-cylinder engines can 


and the finest of materials i AN black. “D” width. Sizes 7 thru 12. be run to provide pumping power 































throughout, elastic wristband. Nà Smooth sole/heel 38.95 from deactivated cylinder. Kit 
contains adaptors for 10, 12 & 
Sizes 5, M, L, Cleated sole/heel 39.95 14mm sparkplugs. $6.25 





xL. 
Leather Palm/Denim Back $6.95 
Alt Leather, Unlined 8.95 


All Leather, Fully Lined $10.95 me 42S Ee eee G mE EE Ee ee 


iuemince OUTRIDER ACCESSORIES, INC. 


“Rub-A-Way” NATIONAL-MAIL ORDER WAREHOUSE | 
Dry Hand Cleaner 608 W.57th St., New York N.Y=:10019 


with any 
order by mail or.come on .over 


$10.00 Purchase 
Use this handy coupon to order any of the quality-accessories shown on this page. 















1 container 


Fabulous - Send your order to/our’national mail order:warehouse (above) or if you are in the 
Cycle Brite À area of any one of our Outrider stores listed; below, come on. over. Over 1,000 | 
motorcycle polish items in stock, All merchandise is fully guaranteed. 


+ 1 tube ““Rub-A-Way” 


with any NAME 
$20.00 Purchase ADDRESS 
(a $4.00 Value) 


CITY/STATE/ZIP 











WeATHERKING COVERS 1 “Chainmate” 
Bor summen pintan spring or U 5 4 Lubricator Kit 
otect your chrome anc pain A i + “Cycle Brite” polish 

finish against rain, snow, sun, dirt a n 

and dust. Cover slips neatly over s S + “Rub-A-Way” Cleaner 

your bike and folds compactly = with any 

Wren not in use. Durapien Yinyi $30.00 Purchase 

packed cloth, waterproof, fire re- (a $10.00 Value) 

Over Handlebar Covers: 
up to 350cc 






















Add $2.00 for postage. & ‘handling New York-residents.add’7% state sales a 


Money Order oo Check 









Over Windshield Cover: Senda 1.00fon ) Master:Charge {J -....$20.00°Minimtim on Charge Orders 
3 Nanas 95° 1975 catalog. Credit Card No. Expiration)\Date 

Over Sissy Bar Cover: Be (Free with any EAST COAST SOUTHEAST WEST COAST 
(99 windshield) ENZI $10.00 order) 608 W. 57th Street 85 N:£:-167th Street 10545 W. Pico Blvd. 


New York, N.Y. 10019 N. Miami Beach, Fla. 33162 Los Angeles, Calif. 90064 








HONDA 750 SS Continued from page 24 


or breaking rear tire traction. It has 
enough power to squirt hard from one 
turn to the next, the kind of brakes that 
get you slowed when that’s what's 
needed, and the kind of cornering stability 
that let’s you do some of your slowing 
clear into the middle of a turn if you’ve 
had a lapse of judgment. It’s fast, it’s fun, 
and it’s safe. 

We have mixed feelings about the 
Super Sport in its secondary role as a 
tourer, and it probably is a good thing 
that Honda will offer a standard, four-pipe 
CB-750 K5 alternative. The Super Sport 


has a softer, smoother ride than the ear- 
lier Honda CB-750 Fours, and to that 
extent it’s a good Interstate cruiser after 
the fork sliders and their seals lose the 
new-bike tightness, which takes about 
300 miles. But the acceleration-oriented 
gearing means humming along at around 
4500 rpm when you're fudging the speed 
limit a little to keep up with traffic, and 
vibration starts fuzzing the mirrors at 4000 
rpm. Also, the riding position is best suited 
to around-town tooling: the footpegs are 
a few inches too far forward and the 
handlebars a few inches too high for 
comfort at highway speeds. Spend an 
hour or so bucking the breeze and you'll 


From Commuter 
to Cafe Racer 


There is a Bassani Quiet Exhaust System for your bike — Two Stroke 
Systems and Four Stroke Systems; 4-into-1, 4-into-2 and 2-into-1 
collector units. All Bassani Systems are designed to extract the maximum 
power and performance that your bike will deliver . .. and new levels of 
quiet performance that you never before thought your machine was 
capable of. Functional styling so they look and fit as well as they per- 
form. They tuck close into the machine, give you adequate lean clearance 


around corners and install easily. 


Every system has been personally designed and 
perfected by Darry! Bassani himself. Whether 
you use your machine for transportation or 


“The Sunday Ride” insist on Bassani 
Quality, Quiet and Performance. For 
more information on exhaust systems for 


your cycle send 50¢ for brochure. 


Bassani] 


QUALITY & PERFORMANCE 
WITHOUT COMPROMISE 





3726 E. Miraloma, Dept. C, Anaheim, CA 92806 (714) 630-1821 





find yourself leaning forward, elbows out, 
to counter the wind pressure. A wind- 
shield would fix that problem, but Honda’s 
very own Official warning sticker cautions 
against such solutions. 

Apart from the wind-blast difficulties, 
which certainly are not peculiar to the 
Honda, the Super Sport is a pretty pleas- 
ant thing to ride. Like all big Honda Fours, 
it has a notchy, won’t-be-hurried gear 
shift mechanism, but then there's so 
much torque, spread over such a wide 
engine speed range, that you won’t have 
to do much shifting. Honda Four clutches 
still have fits of grabbiness, accompanied 
by loud gronking noises, when the trans- 
mission oil is cold; they all seem to work 
well after everything is up to temperature. 
Never mind: Honda will eventually fix the 
clutches, just as the 750 Four’s carbure- 
tion has been fixed. All the earlier Fours 
we've ridden were afflicted with an off-idle 
flat spot; the Super Sport was as clean 
as the Pope’s Easter vestments. We don’t 
know what carburetor changes have been 
made. Whatever they are, they work. 
Maybe, too, Honda will switch from a 
ribbed front tire to one with some other 
tread pattern. The present tires are terrific 
in what they do for braking and cornering 
but the ribs on the front tire seem to think 
they've found a friend when they en- 
counter freeway rain-grooves. Those 
grooves always wander back and forth, 
and they make the Super Sport's front 
wheel wander with them. It isn’t a danger; 
just an annoyance. 

Another annoyance is multi-faceted, 
and this one concerns the Super Sport’s 
fuel tank. The tank filler is under a hinged 
lid, which is locked, and the latch is stiff 
enough to make you think you're going 
to break the key getting it open. Then, 
once the latch is sprung and the lid is 
up, you have to figure out what you’re 
going to do with the cam-lock filler cap 
while gasoline is being squirted in, be- 
cause the cap is held by a chain that’s 
just long enough to let it slide down the 
side of the tank and eventually scratch 
the paint. Finally, if you fill the tank and 
then park the bike, engine heat will warm 
the gas, which will then expand and force 
its way up past the recessed filler open- 
ing, into the compartment under the lid, 
and out a clever little drain that feeds into 
a hose that dribbles the fuel down in front 
of the rear tire. It’s a fine opportunity for 
some clown to finish his cigarette and 
your new Honda CB-750F Super Sport 
with a careless flick of the fingers. 

Should some clown do that to your 
Super Sport, you’re going to be hotter 
than, well, a burning Honda, because you 
won't have to ride this motorcycle at all 
far to fall in !ove with it. The Super Sport’s 
appearance, and fundamental nature, 
may be a weird blending of sports two- 
wheeler and open-road tourer, but the 
fact remains that it will just whip the tires 
off your typical, tricked-out cafe racer. 
Highbars, turn-indicators and all, it really 
is a super sporting motorcycle. Honda, 
whatever your intentions may have been, 
you have done something nice for 
America’s sporting riders. © 

CYCLE 





Someday You May Want To Be 
Governor. a a President of an International Corporation...The 


Foremost Spokesman For a Pressing Social Issue, Like Child Abuse...An 
Accountant...Lawyer...Judge... 
You May Want To Own Your Own Radio Station...A Smart East Side Res- 
taurant...Coach a Professional Sports Team...Be President of a University 
or College...A Television Performer...A Hollywood Actor... 


Whatever you want to be, to be a success, you’ve got to have a solid education. 


We’ve done it for others. Why not let us do it for you! A solid 
education inthe liberal arts and sciences, education, career 
oriented programs, such as criminal justice, communications 
and photography, and business fields like accounting, 
finance, marketing and management, to mention only a few 
areas of study. 


We’re close, convenient and economical. Maybe more than 
you realize. 
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Dear Sin | 
if you are an advertiser 
in this magazine: 


If you advertise in these pages, we would like you to think about 
advertising in Newsweek as well. 

Because Newsweek readers have a lot in common with 
this magazine’s readers, and Newsweek also offers you some- 
thing extra. 


What they have in common. 

..A big interest in doing something besides what they do 
for a living. 

You’d expect the readers of this magazine to be people 
of substance. They couldn’t afford to be reading a magazine like 
this unless they had the wherewithal to participate in what the 
magazine is all about. 

Similarly, Newsweek readers wouldn’t have the statis- 
tics they have unless they, too, were well off. The same market- 
ing surveys that tell us they rank high in business and profes- 
sional brackets tell us they spend their non-business hours fruit- 
fully too: at tennis, golf, driving, cycling, boating, photography, 
serving on charities and school boards — and generally doing 
good, in activities that have nothing to do with business. 

As a matter of fact, they wouldn’t be reading a magazine 
like Newsweek either, if they weren’t active people in all aspects 
of the rich and varied lives they lead. 


Now, the something extra. 

Scope. Newsweek reaches more than 19 million readers 
weekly, not counting teenagers and children. 

But keep in mind that there are 58 different advertising 
editions of Newsweek, not just the one that gives you all 19 
million — which enable you to enlarge your reach regionally, or 
even city by city, to the kind of people you advertise here to 
reach. 

In a sentence, advertising in Newsweek can reinforce 
your effort in the market you already have, and also help you 
expand it to almost any limit the traffic will reasonably bear. 


Newsweek 


Sometimes it’s OK to fool around. 


New! K1 
The sustained 

130 MPH rear tire. 
The optimum for the 
latest generation of 
superbikes. Ideal for 
production class 
roadracing. Avail- 
able in 130/80 H 18 
(5.10/80 H 18) and 
other low profile 
sizes. 


























lower speeds. 


“K1118 







sustained “lili The matching front tire. 
110 MPH rear tire. Available in H (sus- 
With the triangularly- tained 130 MPH) 


and S (sustained 110 
MPH) versions. Tie 
bars between ribs 
assure precise steer- 
ing and braking. 


G@ntinental 


For superbikes. 


shaped tread pattern. 
For superbikes and 
cafe racers. 


Conti Rubber Products, Inc., Carteret, N.J. 07008 
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But never with 
your tires. 


A motorcycle is only as safe as its 
tires. In sudden swerves, in panic 
stops, in peg-scraping corners, a bike’s 
tires are what ultimately determine its 
ability to deliver when it counts. 

That’s why you can’t afford to ride 
‘on anything less than Continentals. 

Sure, Continentals cost more. But no 
7 other tire has Continental’s unique combi- 
nation of traction, strength, and mileage. And 
no other tire receives Continental’s intense, 
individual factory testing and pre-balancing. 

What’s more, Continental’s unequaled 

quality means more than just the certified abil- 
ity to run on European autobahns at sustained 
speeds up to 130 MPH. It also results in exhil- 
arating cornering, powerful braking, and razor- 
sharp handling, on wet or dry pavement, at our 


So why take a chance with imitation 
“speed” tires? Don’t fool around. See the com- 
plete Continental line at 
better motorcycle dealers 
and accessory shops 
everywhere. 









New! 

The motocross tire. 
Extremely flexible 
sidewalls and ability 
to run at very low air 
pressures assure 
superb grip under all 
conditions. Light in 
weight. Highly resist- 
ant to rock punctures. 














WHEELING ALONG IN FIFTH, THE GT-550 TRIPLE 
IS SO QUIET YOU ALMOST FORGET HOW POWERFUL IT IS- 
UNTIL YOU TWIST THE THROTTLE. 


Have you ever watched a naturally- 
gifted athlete make something very 
difficult look extremely easy? That’s 

, what it’s like when you’re riding the 

!  GT-550 triple. Smooth, powerful, beau- 
tifully balanced, it seems to glide along 
without any effort at all. 


À It’s a pussycat in town. 
| One push on the electric starter 
‘ brings 48.5 horses to life. Click into 
\ first, let out the clutch, and go easy on 
| the right hand. 
| Quick. Quiet.The550 moves 
gA through traffic like amuch 
smaller machine. Exhaust 
Fe pipes are swept up to give 
you a banking angle of 
43 degrees. And the 
5-speed constant 
mesh. gearbox has 
a firm, positive 
feel from one 
gear to the 
next. 























ifs a tiger on the open road. 


When you reach the open highway, 
the 550 really comes into its own. It 
unwinds at cruising speeds — with 
power that lets you pass without down- 
shifting. 

See the big scoop-like shroud over 
the cylinder heads? That's 
the Ram Air cooling system. 
It bites into the on-rushing 
air and blows it over the 
cylinder heads to keep them 
cool. So heat distortion 
won't drain off your power. 


Suzuki warrants internal parts of 
the cylinder head, block and transmis- 
sion for 12 months or 12,000 miles. Just 


GT-380: 


37 Hp. — 6-speed transmission. 
Ram Air Cooling. 





it’s an easy machine 
to live with. 
You float down the highway like 
you're sitting in an easy chair. The spe- 
cial synchronized linkage has all three 
Mikuni VM28SC carburetors locked in 
tune. CCl, Crankcase Cylinder Injec- 
tion, meters exactly the right amount of 
oil for any engine speed, automatically. 
The tach reads an easy 4,500 rpm 
at 55 mph. The digital gear indicator 
shows you you're in fifth. The tripmeter 


See the GT- 550 at your Suzuki dealer. 
And while you’re there, 
see the Ram Air cooled GT- 380, too. 


comply with Owner’s Manual instruc- 
tions: mail registration to Suzuki within 
48 hours and receive service checks 
from a Suzuki dealer at 750, 2,000 and 
every 2,000 miles thereafter. 

U.S. Suzuki Motor 











MEMBER 
ticks off the miles. Corporation, Dept. Mic) 
Relax. Enjoy the scenery. And if 4061, Santa Fe 
you get bored, just twist the throttle. Springs, Calif. 90670. |SUZUKI|e 





Ride safely; wear a helmet, eye protection, and appropriate riding apparel. 
CIRCLE NO. 27 ON READER SERVICE PAGE. 





“Why did i buy BMW? 
got better things to do with my weekends 
than jerk around with wrenches in some garage.” 


Look, I’ve 


Ask the average American cyclist what 
he thinks of when you say BMW, and he'll most 
likely answer “Oh, shaft drive, reliable, well-made, 
German.” 

Ask the same guy why he thinks the BMW 
is well-made and reliable, and he probably 
can't tell you. 

So we will. Were doing this because we 
think guys who ride should know everything 
they can about what they ride. 

From the beginning, BMW motorcycles 
have been built to a unique design concept. 

We build our machines light for performance 
and handling, we keep them simple for relia- 
bility, and we build them very carefully. Our flat 
twin, our shaft drive, our long-travel suspension: 
all are designed to give you smooth, reliable 
performance. And time has proven them right. 

But exactly how do we build bikes better? 
Here's an example: where the largest stresses 














occur in the frame, we use tubing that's oval in 
7] cross section. That way, 

the tubing can have the 
strength of a big tube, 
but still be a light, small 
tube. It costs more to fabri- 

— | cate oval tube frames, but 
it makes a sen much stronger for its size. So 
BMW does it. 

Of course, how the frames are joined is 
as important to frame 
strength as how theyre 
shaped. So we pay 28 
highly-skilled welders very 
high wages to assemble 
our frames by hand. Check 
the welds on a BMW 
against most mass-pro- | x 
duced bikes, and you'll see the difference. 

Want another example? Our fiberglass 








fenders. People were outraged when we 
switched to fiberglass, told us we were cutting 
corners. But we were really cutting weight. And 


giving riders a fender that won't ever dent, bend, 


or rust. (And, to tell you the truth, that fiberglass 
fender costs us more than the metal one did.) 
Lightness is an obsession with us. Com- 
pare the weight of a BMW against other bikes 
of its capacity, and you'll be amazed. (Our R90S, 
for example, is close to 100 pounds lighter than 
one of the most sought after superbikes.) It's 
easier and cheaper for a company to build 


heavy. But it doesn't make for a better motorcycle. 


Each and every BMW that comes off our 
line is tested. First, each engine is dyno-tested 
for one quarter hour. Tuned. Set up. Then, an 
bike runs on a test bed. 
With a rider sitting on it 
to test all functions. 
Finally, our factory riders 
take each machine out 
for a fast trip down our i 
test track. Just to make sure everything's nelly 
right. And it better be, because these guys take 








each and every bike up to something like 70 
mph, right off the line. (You have to be very 
confident of the way you put machines together 
to do that, and we are.) 

The BMW. Most people have the impres- 
sion it's the better bike, because it really is. It's 
made better. Designed better. And gives those 
who ride it a better feeling, a unique confidence: 
that their bike will always go, and go, and go. 
Fast. Fun. With no nonsense. Sure, it's expen- 
sive. But, as with most things, you do get exactly 
what you pay for. (Which means you end up 
paying less in the long run.) 

The BMW. See the entire line at your local 
dealer. You'll find him in the Yellow Pages. U.S. 
Importer: Butler & Smith Inc., Norwood, N.J. 
07648/Compton, CA 90220. In Canada, BMW 
Motorcycle Distributors,Ontario, 
Canada. European delivery 
plans available. 





.. 5 <A 
50 years of building the world’s finest motorcycles 


CIRCLE NO. 28 ON READER SERVICE PAGE. 























St ELTA i 


WS hye 


So eran eta 





MARKET PLACE 








NON-DISPLAY CLASSIFIED: COMMERCIAL 
RATE: For firms or individuals offering commer- 
cial products or services. $1.60 per word (includ- 
ing name and address). Minimum order $24.00. 
Payment must accompany copy except when ads 
are placed by accredited advertising agencies. 
Frequency discount: 5% for 6 months; 10% for 12 
months paid in advance. READER RATE: For 
individuals with a personal item to buy or sell 
$1.00 per word (including name and address). NO 
MINIMUM! Payment must accompany copy. 
DISPLAY CLASSIFIED: One inch by one column, 
$85.00; Two inches by one column, $170.00; Three 
inches by one column, $255.00. Column width 2- 
1/4”. Advertiser to supply film positives. Please 
write or phone for frequency rates. 


GENERAL INFORMATION: First word in all non-display classified ads set in bold caps at no extra charge. ALL copy subject to publisher's approval. All 
advertisers using Post Office Boxes in their addresses MUST supply publisher with permanent address and telephone number before ad can be run. Closing 
Date: 3rd of the 2nd month preceding cover date (for example, March issue closes January 3rd). Send order and remittance to Classified Advertising, CYCLE, 
One Park Avenue, New York 10016, Attention: Hal Cymes. 





FOR SALE 





NORTON 


NORTON, TRIUMPH, BMW & M V AGUSTA—Europe's 
best motorcycles—at specially low prices from Europe's 
best dealer—Gus Kuhn's. Write for full information now! 
GUS KUHN MOTORS LTD., 275-277 Clapham Road, 
London SW9 9BJ, England. Tel: 01-733 1002. 
MISCELLANEOUS 

SEND $1.00 for catalog. Parts and accessories. Suzuki, 
Triumph, BMW, BSA. Spa City Cycle Center, 71-4 Church 
Street, Saratoga Springs, New York 12866. Call (518) 584- 
4778. SPECIAL: $2.99 for BMW, Honda oil filters. 














ACCESSORIES 


TWINEA 


THROTTLE HELPER 





Counteracts throttle spring tension, 
Ends forearm fatigue safely. 


Mounts easily inside most 
7/8" handlebars. 

Money back 

guarantee. 


$8.95 PPD. 

Info on request. 

Dealers inquire. 

Give make & model cycle. 
CMB MFG. CO. DEPT. A 

BOX 57, TEMPE, AZ. 85281 








Camping and Touring Gear 
for Bike Riders. > 
z 
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Tents, Sleeping Bags, ‘a 
Stoves, Cooksets, ` 
Tools, Apparel, Books, 

Bike Accessories 
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PLus... ROAD SYSTEMS 
BIG NEW CATALOG — 25¢ 


iT GREAT OUTDOORS 


ENTERPRISES 
420G South Fairview, Goleta, CA 93017 





X-TRA RIDER* BELTS 
(*TM-Pat. Pend.) 


Have something to 
“HANG-ON” to: 


Worn over shirt or 
jacket, not a pants 
belt. Give actual 
oem waist size. 30-46. 
PAN We allow for avg. clothing. 


Send $8.95 check or 
M/O, not cash. We 
pay postage. Checks 
ws must clear. Money 
f Orders shipped at 
once. Dealers write. 


STANTON-RIGGS BELTS 
P.O. Box 307 
STEUBENVILLE, OHIO 43952 





HARLEY BELT BUCKLES, Brass plated $3.95. 6 for $18.00. 
Two hundred other styles. Catalog $1.00. Caudills, 5459 
Old Winter Garden Road, Orlando, Fla. 32811. 
DAY/NIGHT riding glasses. Strong, won't blow off. Wear 
over glasses. Green/Clear. $3.00 ea., 2 for $5.00 Postpaid. 
(Ohio residents add sales tax). J. W. Enterprise, P.O. Box 
645, Massillon, OH 44646. 
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PLUG BRUSH 
CLEAN FOULED SPARK PLUGS 
EXTEND PLUG LIFE 
STOP CARRYING SPARE PLUGS 


PLUG BRUSH CO. 

Dept. 37 

1910 Brust Ave. 
Tampa Fl. 33612 


This is a small brush made specifically to 
clean fouled and dirty spark plugs. 

Smaller than a spark plug, it is simple and 
it works. Money back guarantee. 


$2.47 per Brush; 28¢ postage and handling; 
Total $2.75 








Speedos & Tachs 


Lens Replacement 
Send $12.00 (Return Frt. Ppd.) 
To: Morrie’s 
5011 Pacific Hwy. E. 
Tacoma, WA 98424 





PICHLER’S 


MOTORCYCLE FAIRINGS 
Many models in all colors. 
Designs are also possible 
after your wishes! 


Dealers Wanted! 


First Class! 


Fitting 
types 
deliverable: 
BMW 


Send $3.00 
for Color 
Catalog! 


KUNSTSTOFFTECHNIK PICHLER 
8261 Kastl/obb. West Germany 





APPAREL 









BUG COLLECTORS ""="sassasa seneesessssncensnces 
pl g bugs from your eye 3 

balls!! These cycle riders’ sunglasse: 

_ give full coverage, and come with cabl 

earpieces so they can’t fall off. Adjust: 









able triple-braced metal frames, impact- 
resistant optical glass lens in choice of 
yellow, green, or grey. Carrying case included. Fast Delivery. If not 
satisfied, return within 30 days for full refund. Send $5.95 for 1 
$9.95 for 2, or $13.95 for 3 pairs. Postpaid. For Air-Mail add .50 pe: 
pair. Foreign orders add .80 per pair. H 

HIDALGO SUPPLY CO., Dept. C : 
iaag 11505 Chimney Rock Rd., Houston, Texas 77035 ai 


EE 


PARR 









NEW ! Send 50c in coins for 
COLOR PHOTO CATALOG 
of Road Leathers — Contour 
cut to fit! SHIRTS, JEANS, 
JACKETS, CHAPS, 

Studded Belts, Wristbands, 
LEATHER SADDLEBAGS. 


OF ARIZONA Dept. 14 
3903 N. 16 St. Phoenix, Arizona 85016 
phone orders 602-266-4861 











FINEST QUALITY LEATHER motorcycle jackets, shirts, 
pants, boots, belts, gloves, vests, helmets, raingear. 
World's lowest prices. Immediate delivery. Catalog 25 
cents. Herm's Leathertogs, Dept. C., 701 Northampton St., 


Easton, Pa. 18042. 


sample patch 
& brochure 





L.A.Ca.90066 


P.O.BOX 66147 
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COHONDA 
(]suzuKI 


HARLEY 
(SJINDIAN 


GITRIUMPH 
[S]JKAWASAKI 


All are the Standard 
AUTHENTIC INSIGNIA 1-3/4" Order $7.50 ppd. 
(A Brass Finish) Loop (B Pewter Finish) 


BIKE BUCKLES, 34 Bixby Street, Revere, Mass. 02151 


Send Check or Money 








BUSINESS OPPORTUNITIES 





FREE BOOK “2042 unique proven enterprises.” Work 
home! Hayling-B, Carlsbad, CA 92008. 





CYCLE INSURANCE 





CALIFORNIA RESIDENTS, lowest rates. ‘Motorcycle 
Insurance”, Box 92867, Los Angeles, Calif. 90009. 

LOW RATES. Coverage available in all States. Write for 
application. Motorcycle Underwriters, 39 South LaSalle, 
No. 1116C, Chicago, Illinois 60603. 

OHIO CYCLISTS ONLY. Insurance our specialty for 30 
years. Adam Agency, 3035 W Broad, Columbus 43204. 











CYCLE PUBLICATIONS 





Gordon Jennings’ Guide- 
book to Power. Design 
Formulas for tuned ex- 
haust, port timing, carb 
size and much more for 
the engine modifier. Two 
Stroke Tuner’s Handbook, 
$5.00. 


HOW TO WIN MOTOCROSS, 
official book of the Gary 
Bailey MX School, $5.95. 
EW MOTORCYCLE TUNING FOR 
PERFORMANCE, how to adjust your carb and igni- 
tion, $5.95. STREET BIKE FUN, riding tips, cafe 
racers, side hacks, $5.95. TRAIL BIKE, how to get 
there and back again, $5.95. HOW TO RIDE OB- 
SERVED TRIALS, riding, scoring, laying out. sec- 
tions, $5.95. THE BOONIE BOOK, makes you a 
better dirt rider in 3 weeks, $5.95. MONEYBACK 
GUARANTEE. Order direct from publisher. Send 
name, address, M.0. or check with list of books 
desired. Add 50c per book for shipping. 


H. P. BOOKS Box 5367 Dept. CY 55 Tucson, AZ 
85703 





CYCLE 


1975 SURVIVAL/MILITARY-Books/Manuals. Catalog 50 
cents. Survival Freeze Dried Foods List 50 cents. 


HILLCREST, (BFC-40), McDonald, Ohio 44437. 


Road Rider 


The only motorcycle magazine 
published solely for the touring 





rider. $10.00 for 12 issues, or 
send $1.00 for a sample copy 
to: P.O. Box 678, Dept. E, 
South Laguna, CA 92677 








CYCLE SERVICES 





CUSTOM CHROME PLATING, Specialists in cycle and 
antique restoration. Steel or Aluminum. We guarantee both 
our work and delivery dates as quoted. Call or write: 
Jackson Plating Company, 444 East South Street, Jackson, 
MI 49203. Phone: 1-517-782-6200. 





MOTORCYCLE ENGINE 
BALANCING 


* Reduces Vibration 

* Increases Performance 
* Increases Engine Life 

* Increases Rider Comfort 


H-D’s, Triumph, BSA’s, Nortons 
and ALL 2 Cyl. Engines $43.00. 


Send—Crank, Pistons, Pins, Rings, Bearings. 
Do not send cases. Package Securely! 


Parts returned within 5 working days. 


Send Money Order ONLY with parts and 
we pay return freight or returned C.0.D. 


Precision Balancing Co., Inc. 
444 N. Holmes Avenue 
Indianapolis, Indiana 46222 
(317) 639-1429 











HONDA PARTS 


ONE DAY MAIL WORLDWIDE 
State: Model No., year, frame, & engine nos. 
COMPLETELY NEW 80 PAGE PARTS-ACCESSORY CATALOG 
Send 60¢ postage & handling ($1.50 air) 


HONDA of MINEOLA 


336 Jericho Tpke., Mineola, N.Y. 11501 e (516) 248-5558 












USED PARTS 


All makes and models. Save up to 50% of 
retail. Many early & obsolete British parts 
in stock. Prompt 1 day service. 

Write Dept. C, 87 Park St., 
Beverly, Mass. 01915. (617) 922-3707 










KAWASAKI PARTS 
PARTS & SERVICE—MAIL ORDER C.O.D. 


Machine Work & Speed Work All Makes 
Cranks & Rods Rebuilt 
Porting, Boring, Complete Engine Overhauls 


BE A WINNER! 
With our Drag/Race Conversions 
For Kawasaki 750 


Best E.T. — 10:15 Best Top Speed — 139.96 
On our own Kawasaki 750 








Send 25d for information and decal 


arlington 


1098 Mass. Ave., Arlington, Mass. 02174 e (617) 648-1300 








BSA Parts 


Kawasaki Parts 


SHIPPED SAME DAY 
NORFOLK Box 81, Rte 1A 
MOTORCYCLES Norfolk, MA 02056 

Call (617) 384-7555 








HONDA 
PARTS & ACCESSORY 
WAREHOUSE 


WE’RE NUMBER 
ONE FOR 


ACTION 4’S « DUNLOP 


KONI + BELL » NGK 

YOSHIMURA »* WIXOM 
VETTER—AND MORE 
CARR’S HONDA 


6800 N. CLARK CHICAGO IL 60626 
312-274-7777 
S1 REFUND ON PHONE ORDERS OVER S15 


_ INCLUDE: MODEL, YEAR, SERIAL NO. 








BIG BORE KITS e TUNED PIPES 
STROKED CRANKS for SINGLES 
ENGINE BUILDING e CAMS 


Powroll Inc. 
P.O. Box 1206 A5 
Bend, Oregon 97701 
(503) 382-6395 


Send for 
Complete Catalog $1.50 Cash 
Model Information 50¢ 








NEW AND USED PARTS for old American Motorcycles. 


Catalog 50 cents. Ballak & Co., 6716 Walsh, St. Louis, MO 
63109. 


FREE Performance Parts Brochure. Send Year, Make, 
Model. American Performance Eng., Box 6998, Burbank, 
CA 91510. 


HONDA MOTORCYCLES AND PARTS ARE CHEAPER IN 
CENTER, TEXAS. When ordering parts please give us 
Model, Year, Frame Number and Engine Number. HAYDEN 
HONDA, P.O. Box 829, Center, Texas 75935. Phone (713) 
98-2322 


EMPLOYMENT INFORMATION 








OVERSEAS JOBS—Now hiring. 103 countries, all 
occupations, high pay, free transportation, tax benefits. 
Latest computerized reports—$2.00. TRANSWORLD, 
International Airport, Box 90802-CY, Los Angeles, 
California 90009. 

AUSTRALIA—NEW ZEALAND WANTS YOU!!! 50,000 Jobs! 
Paid transportation! Latest information and forms. $1.00. 








CLASSIFIED ADVERTISING ORDER FORM 


Please refer to heading on first page of this section for complete data concerning terms, frequency discounts, closing dates, etc. 



































AUSTCO, Box 3623-CY, Long Beach, Calif. 90803. ' 1 2 3 a 
OVERSEAS Employment. . . Australia, Europe, Asia, South : 6 7 8 9 10 
America! All occupations! $700-$4,000 monthly! i 
Employment International, Box 29217-WR, Indianapolis, 11 12 13 14 15 
Indiana 46229. : 
‘ 16 17 18 19 20 

EQUIPMENT AND PARTS 1 ee ee ee 

21 22 23 24 25 
CYCLE SALVAGE INC. New, Used, Reconditioned 26 27 28 29 30 
Motorcycle Parts. 157 Water Street, New Haven, Conn. 

31 32 33 34 35 


06511. 1-203-624-4315. 





WORD COUNT: Include name and address. Name of city (Des Moines) or of state (New York) counts as one word each. Zip Code numbers not 
counted. (Publisher reserves right to omit Zip Code if space does not permit.) Count each abbreviation, initial, single figure or group of figures or 
letters as a word. Symbols such as 35mm, COD, PO, AC, etc., count as one word. Hyphenated words count as two words. Telephone numbers 


count as two words; as three words with area code. a ‘ 
3 
O Diners Club ce] : 


IF YOU NEED 


PARTS 





Words $ 1.60 (Commercial Rate) $ 1.00 (Reader Rate) 


Mail Order Service Worldwide. 


CYCLECITY mc.| 











O Payment of $ enclosed for insertion (s). 
111 ise High ; 
Ra a T0 CHARGE: [ American Express [C BankAmericard [O Master Charge 
Call 516-842-5771 for insertion(s). You will be billed monthly. 
Account # Expiration Date 








WARDS RIVERSIDE 
MOJAVE (By Benelli) 





Master Charge Interbank # (4 digits above name) 
SIGNATURE MUST BE PROVIDED BELOW 


PARTS 















PARILLA World’s largest inventory 

CAPRIOLO for Italian motorcycles PRINT NOME 

VANS Wajid Rebuilt Engine Exchanges ADDRESS 

BIANCHI COSMOPOLITAN MOTORS, INC. CITY STATE ZIP 


Hatboro, Pa. 19040 
(215) 672-9100 


CAPRI SCOOTERS 





MAY 1975 














24 HOUR MAIL UPS SERVICE 
on all HONDA PARTS 
NO RIP-OFF 


State Honda Model No.. 
Year, Frame No., Eng. No. 


1845 LINDEN BLVD., BKLYN, 11207 
CALL: 212-257-0230 


S © HONDA 


BMW and NSU Motorcycle complete parts and service 
WEST VALLEY CYCLE SALES, P.O. Box 2068, WINNETKA, 
CALIFORNIA 91306. Mailorders handled promptly. 


Lb GNF 
NFIELD wis: 


Mail Order Parts, Shop Manuals, etc. 
Largest Stock in U.S.A. — Tell us your needs today! 
304 Agostino Rd., San Gabriel, Ca. 91776 








PHONE: 
(213) 286-2550 








P.O. Box 69694 


est Hollywood, Ca. 90069 
Telephone (213) 652-7266 


Send for your free 30-page catalog. 





SUZUKI PARTS: Large inventory—Champion Motorcycles, 
840 Main, St. Charles, Illinois 60174. 





NATION WIDE 
Mail Order Service 
184 Worcester St. 


Wellesley Hills Mass 02181 
617 235 9729 


TRIUMPH 
OF WELLESLEY 





ane 
CALL 
TOLL-FREE 


f:1010) 
423-5662 


e West Coast Savings! 

e Call from anywhere in the U.S. except Cal- 
ifornia. Orders filled within 24 hours. 

© Call Tues. thru Fri. 9 A.M. — 6 P.M., Sat. to 5, 
Pacific Time. 

e Bank Americard & Master Charge accepted. 





ALLYN'S Honda/Kawasaki 
958 North Maclay, San Fernando, California 








SAN DIEGO MOTORCYCLE SALVAGE. USED parts for all 
makes and models. 2676 Newton Ave., San Diego, CA (714) 


SUZUKI 


— Rickman 
PARTS SHIPPED SAME DAY 
Triumph Exhaust and Spark Cylinders 
Plug Helicoil Service Bored 
C&L CYCLE SHOP 
1526 Liberty Road, Sykesville, Md. 21784— (301) 795-3780 





Crankshafts 
Rebuilt 








KAWASAKI PARTS 
ONE DAY MAIL ORDER SERVICE 
BORING, PORTING, COMPLETE SERVICE 


MEAS O/GES 





Here mass 


21 WILLOW ST. 
FITCHBURG, MA. 01420 
(617) 345-0181 





COOL FILTER 

For Hot, Dirty Engines! 
Cools oil, cleans oil, helps your bike 
go! Easy to install on any dry sump 
engine, BSA, Triumph, Harley, Nor- 
ton, Yamaha 750. Only 3° dia x 4147 
high — brightly polished Aluminum 


alloy with cooling fins — looks 
sharp and really works. Money back 
guarantee. Only $31.95 PP inc. hose, 


fittings, clamps etc. Send check 
now to H & C Engineering, P.O. Box 
7831, Independence, Ohio 44131 








MID-WEST HONDA SALVAGE 50% off. Think Motorcycles, 
167 East Palatine Rd. No. N, Palatine, III 60067 (312) 991- 
0922. 
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PARTS & MANUALS 
YAMAHA 
PENTON 
1 Day Shipping. 
FREE Decal with self- 
addressed, stamped envelope 


WE STOCK 
(X1) National 
+ Brands 

Street — MX 


Cafe — Custom 
50 cents for Catalog 


DJ’S YAMAHA DEALER DJ’s 
Brookfield, Wisc. 53005 


17550 W. Blue Mound Rd. 
(414) 786-8390 





HUSKY - MAICO .- 


KAWASAKI 
PARTS & ACCESSORIES 


e SHIPPED WITHIN 24 HOURS e 
C.O.D. e MASTER CHARGE èe BANKAMERICARD 


WEST 24610 Pine Street 805- 
CYCLES Newhall, Cal. 91321 255-1335 


ALWAYS INCLUDE MAKE, MODEL & ENGINE NO. 





A Small Miracle: 
The Easy Cotter Pin D 


For Quick and Painless Chain Adjustment. 


Saves You Time and Skinned Knuckles. 
Reusable! Satisfaction Guaranteed. 
Send $2.00 in cash, check or money order to 


EASY COTTER PIN CO. 
864 Greenwich Lane, Union, N.J. 07083 


ELECTRONIC 
IGNITION 


Easier starting, fewer tune-ups, fire 
fouled plugs on 2-cycles. Highest 
quality solid-state unit easily install- 
ed. 2-year warrantee including 
competition use. State make,model, 
year when ordering. 


SINGLE IGNITION COIL BIKES... $54.95 
2 COIL BIKES. $69.25 3 COILS. $8495 


BREAKERLESS MAGNETIC PICK-UP 
SYSTEM for Honda750, Kawasaki903. 
Eliminates ignition points. Ultra relia- 
ble ignition atallRPM...........$114.95 


REV-LIMITER for any above system 
prevents overspeed engine damage. 
Adjustable 6-13,0OO RPM. .add$15.00 


AUERS 


P.O.BOX 210, TINLEY PARK, IL 60477 


























TRIUMPH, B.S.A.. NORTON PARTS. Fast mail service. 
Catalog free. Nicholson Bros., Saskatoon, Canada 
S7K2H7. U.S. Inquiries. 





EUROPEAN TOURING 





ENGLANDS ORIGINAL 


OFFICIAL 
SERVICE 
CENTRE 


BUYING A COMMANDO, under the personal export scheme? 
We are the only OFFICIALLY FACTORY APPOINTED SER 
VICE CENTRE and sell only Norton. Prompt delivery. 
Save your dollars by dealing with the SPECIALISTS with all 
services - SPARES - ACCESSORIES - INSURANCE - FREIGHT 
ING - the experts in handling your personal requirements. 
Send for detailed literature showing how to get here from the 
airport etc., and any other information you may require. 


TAYLOR MATTERSON 
Bedford Hill London SW12 Tel.01 673 0981 
















TOURING EUROPE? The cheapest way is by motorcycle. 
Write now to Europe's biggest and best dealer, Elite 
Motors of London, for details of their exclusive "buy-back" 
scheme. Hundreds of new and used models from stock, 
plus accessories, clothing, insurance, etc. Elite Motors, 
844-965 Garratt Lane, Tooting Broadway, London SW17 
OLP, England. Tel: 01-672 1200. 








Visiting England? 
Touring Europe? 


Send your name and address for our 


Tax-Saving Cycle Purchase Plan 


HARVEY OWEN 


181/183 Walworth Road, London SE17 1RR England 
Telephone 01-703 0282 
ONLY 15 MINUTES FROM CITY CENTER 








INVENTIONS WANTED 





INVENTIONS IDEAS 
WANTED 


Manufacturers Need New Products. Your invention, new 
product or idea developed for cash / royalty sales by 
Professional Organization. 


“No Idea Is Too Small’ 
Free Booklet: ‘How to Safeguard, Develop 
and Market Your Ideas to Industry" 
LAWRENCE PESKA ASSOCIATES 
500 Fifth Ave., Dept. JJ, N.Y.C. 10036 
Phone (212) 354-9696 


* A trademark of Lawrence Peska Associates, Inc. 
Dan 
PERSONALS 


6 One of the most beautiful and 
as E practical books on physical 
D S love ever published Over 
3 — 195 photographs in color and 
; black-and-white of a young 
nude couple in a variety of 
pre-coital and coital posi- 
tions Explores the whole 
field of physical love, includ- 
ing the building of sexual 
power. sexual stimulation 
techniques for building up 
passion and much more Over 
225.000 hard-bound copies 
sold at $15 00, now available 
in soft cover for just $500 
320 pages Satisfaction guar- 
anteed or your money back 





Send $5.00 to: Adam & Eve 
Dept.CYE-11, 105 N. Columbia, Chapel Hill, N.C. 27514 





PLANS AND KITS 





PLANS, Tube Bender, Press, Break. Information, P.O.8. 56, 
Campo, California 92006. 





GOVERNMENT SURPLUS 





U.S. GOVERNMENT SURPLUS DIRECTORY. How, Where 
to buy 100,000 items (inciuding Jeeps) ... low as 2 cents 
on dollar! Most complete information available ... $2.00. 
SURPLUS DISPOSAL, Box 6586-WR, Washington, D.C. 
20009 





INSTRUCTION 





LEARN MOTORCYCLE MECHANICS with Nicholson's 
Motorcycle Encyclopedia, 7th edition, 760 pages, 300 illus- 
trations. Covers American, English, Japanese makes. 
$12.00 postpaid. Nicholson Bros., Saskatoon, Canada 
S7K2H7. U.S. Inquiries. 





MISCELLANEOUS 





IDENTIFICATION Cards, send stamped self-addressed 
envelope for samples. NIPCOF, 727 North Main, Las 
Vegas, Nevada 89101. 

SLEEP LEARNING. Hypnotic Method, 92% effective. 
Details free. ASR Foundation, Box 23429 EG, Fort Lauder- 
dale, Florida 33307. 








SPECIAL interest records available, produced by the 
editors of the world’s leading special interest magazines. 
Send for free catalog. Record Catalog CL, Ziff-Davis 
Publishing Co., One Park Avenue, New York, N.Y. 10016. 
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You'll always see it first in 
Cycle News... 


March 11, 1975 Se a eR | 

First complete 1975 m | pi 
aytona coverage 

November 12, 1974 

First published picture 

of the new 

OHC Harley-Davidson 

September 29, 1970 

First. motorcycle 

publication to speak 

out against noise 

April 19,1969 

First comparison road 

test in motorcycle 

publishing history 





September, 1965 to now 
First real information: 
Local news, national 
news and world news. 


If you read Cycle News, 
you'd already know all about Daytona’75 


Competition, tests, P.O. Box 498, Long Beach, CA 90801 
photos results (213) 427-7433, 636-8844 

4 ? America’s only weekly covering all motorcycle sports & recreational activities. 
scandals, events 
calendar, want ads, Mail this coupon now! 
features and, Okay, send me the weekly 
most of all no b S Cycle News that’s best for me i 

n ? me for one year (50 issues). L West i. 
Shouldn’t you be I enclose $11 with the under- ‘ Central `, East 
: standing that if I am not 4 
getung Cycle News satisfied, the unused portion 
every week? of my subscription will be 
$ returned in full. fy ae Pe aS a 

Special offer to the Po] ett ol money? Check " P.O. Box 498, Long Beach, CA 90801 


here and we’ll bill you. (213) 427-7433, 636-8844 


readers of Cycle 
$1.50 off the regular | Name 


subscription rate: 


50 issues of Cycle Malliig adareds 
News for only Ol. City State 
Hurry! This ad will Please allow three weeks for your paper to start coming 


not be repeated. 
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WEBCO HEADS RUN STRONGER! 


Have a machine the magazines say is 
hest? You've fixed the suspension, 
tuned your body and psyched 

your buddies, but you're 

still not winning. Mid- 

way in the race you 

lose power and 

gradually slip 

to fifth or sixth. 

We can't promise 

to make everyone a 

winner (there is only 

one to a race) but a Web- 

co high performance head will 

help to keep you up front. You will 
run noticeably stronger and cooler, too. 


A Webco head not only improves horse- 
power, but will keep it for the full 
length of the race, because we've 
designed it to improve both 

thermal and volumetric 

efficiencies. Each Web- 

co head is designed 

for maximum per- 

formance in its spe- 

cific application. Preci- 

sion cast from prime 356 

aluminum (finest obtain- 

able). T6 heat treated, then 
machined to exacting tolerances. 

Get a Webco head for your engine. 
You can see it at your Webco dealer. 


116 page Webco catalog 
and decal...$1.50 ppd. M = 


WEBCO INC. BOX 429 6 VENICE, CALIF. 90291 
Distrs: S.E., Cycle Gear, N.C.; Midwest, KK m/c Supply, Ohio; Rocky Mts., Pikes Peak m/c, Col. 





CIRCLE NO. 63 ON READER SERVICE PAGE. 





You’ve got a 
together bike, right? 
Keep it together. 


Zro LOCTITE) n 
7 


— 


Even the best bikes can fall apart 
under tough punishment from shock 
and vibration. You can protect the 
investment you make in preparing 
your bike for top performance by 
using Loctite Lock N’ Seal to make 
your bike shock and vibration proof. 

Use Regular Strength Lock N’ Seal (blue) for fender braces 
and exhaust mounts. And, Super Strength Loctite Lock N’ 
Seal (red) for more demanding connections like shock bolts 
and axle nuts. 

Keep your bike together. Ask for Lock N’ Seal Part No. 
2114 (blue) and Part No. 2214 (red) wherever motorcycles 
and accessories are sold. 


The Loctite Connection: It won’t shake loose. 


LOCTITE. 


Loctite Corporation, Newington, CT 06111 
Loctite Canada Ltd., Mississauga, Ontario LAX 2E6 


























Service 

Number 
AAA Cycle Exchanges 

45  Akront North America 

38 American Honda 
American Honda 

36 American Honda 
American M/C Institute 
American M/C Mechanics School 

60 = Arat/Helmets 

61 Ashland Petrochem 
Auto Upholstery Institute 
BG Products 

28 BMW 
Bassani Mfg. 

33 Bates Accessory House 

43 Bell Helmets 

30 Berliner 

39 Bikoni, Ltd. 
Bullworker Service 
Calafia Industries, Inc. 

35 Can-Am 

59 Carlisle Tire & Rubber Co. 
Dick Cepek 
Chariot Cycle Ltd. 
Chilton Books 

41 Circle Industries 
Competition Chemicals 

32 Continental Tires 
Crawford House 
Crown Plastics 
Creative Enterprises 
Cycle News 
Denco 
Dicks Cycle West 
Discount Rider 
Dodge Trucks 
Dougdan Diversified 

49 Dunlop Tire and Rubber 

57 Electrofilm 
Florida Cycle Supply 
Freedom Industries 
Freedom Sidecar Company 
Goodyear Tire & Rubber Co. 
Goodyear Motosport Club 
Great State Mfg. 

24 Harley-Davidson 

29 Hodaka 
Honda of Mineola 

62 Hooker Headers 

22 Indian Motorcycle 

56 K.K. Motorcycle Supply 

34 Kawasaki Motors 

48 Kawasaki Motors 
Kuhn Motors Ltd. 
Langlitz Leathers 
Loctite Corp. 
Lorillard—Newport 
Malabu Murals 

46 Redwing, Marubeni 

53 Midwest Mutual Insurance 
Midwest Outerwear, Inc. 
NGK Spark Plugs 
National Products 
National Systems 

21 Norton-Triumph 

40  Norton-Triumph 

52 Number One Products 
Outrider Accessories, Inc. 
Outrider Accessories, Inc. 

42 Pharmacraft 

44 Penreco Inc. 

31 Quaker State Oil 
Racecrafters 

54 Radiator Specialties 
Rainbow Thumb 
R.J. Reynolds—More 
R.J. Reynolds—Winston 
R.J. Reynolds—Salem 
R.J. Reynolds—Camel 
Shipside Inc. 
Suzuki Fun Center 
Simoniz 
Tandy Leathers 
Thermo Chemical Corporation 

58 Thermo Chemical Corporation 

50 3-Bond Products 

51 Tombstone Cycle 

27 U.S. Suzuki 

25 U.S. Suzuki 

37 Vetter Fairings 
Village Togs 

63 Webco 

55 Wixom Bros. 
The Wonderful Co. 

26 Yamaha Parts... 

23 Yamaha Motorcycles 

47 Yokohama Rubber Co. 
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A COMPLETE SET OF 
MATCHED 


STORAGE CASES 


Here’s the ideal solution to the problem of keep- 
ing all your records and tapes stored neatly, 
safely, conveniently and attractively. A complete 
set of matched storage cases, designed by the 
editors of STEREO REVIEW magazine, for your 
records and all your tapes: cassette, cartridge 
and 7” reel. Now you can keep them side-by- 
side on your bookshelf or cabinet, easy to iden- 
tify and readily available. 

These cases are sturdily constructed and cov- 
ered in a handsome leatherette. The outer case 
is elegantly embossed in gold and comes in your 
choice of three popular decorator colors—black, 
brown and green—so that they lend themselves 
readily to the decor of any room. 

STEREO REVIEW large capacity storage cases 
are just what you’ve been looking for—they’re 
the ideal solution to keeping your records and 
tapes neatly stored for easy use. 


(A) 60-unit cassette case. 1314” high x 1254” deep x 514” wide. 




















(B) 30-unit cassette case. 1314” high x 614” deep x 514” wide. 
(C) 12-unit cartridge case. 1314” high x 614” deep x 414” wide. 
Units A, B and C have tilted compartments to prevent spillage 
and include pressure sensitive labels for titling. 

(D) 6-unit 7” reel case. 8” high x 714” deep x 5” wide. Holds 
reels in original boxes. 

(E) 20-unit 12” record case. 1314,” high x 1214” deep x 314” 
wide. Holds records in original jackets. 
CHARGE YOUR ORDER TO YOUR AMERICAN 
EXPRESS, BANKAMERICARD, MASTER 
CHARGE OR DINERS CLUB ACCOUNT. 

TERRES eee eee ee eee eee eee 
ZIFF-DAVIS SERVICE DIVISION, DEPT. JJ, CY 575 
595 Broadway, New York, N.Y. 10012 
Please send me the following Storage Cases: 

60-unit Cassette Cases @ $17.95 each; 3 for $49.95 
30-unit Cassette Cases @ $12.95 each; 3 for $34.95 
12-unit 8-Track Cartridge Cases @ $9.50 each; 3 for $24.95 
6-unit 7” Reel Cases @ $6.95 each; 3 for $18.50 
20-unit 12” Record Cases @ $7.50 each; 3 for $19.95 
ABOVE PRICES INCLUDE ALL POSTAGE AND HANDLING 
CHARGES. 
Outside U.S.A. add $1 for each case ordered. 
Check color for back of case (sides in black only): 










































































Brown Green O Black 
O ENCLOSED IS $. Á 
O CHARGE: BankAmericard Master Charge 
American Express O Diners Club 
Account #. Exp. Date. 
Master Charge Interbank # (4 numbers over your name) 
Signature. 
Print Name 
Address. 
City. State. Zip 
Residents of Calif., Col., Fla., IIl., Mich., Mo., N.Y, State, D.C. and 


Tex. add applicable sales tax. 
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Free 
Information 
Service 


Here's how you can get additional information at no charge, concerning 
products and services advertised in this issue, and items mentioned in the 
New Products Editorial Section. 

1. Clip one of the coupons. Print or type your name and address where 
indicated. Be sure to include Zip Code. 

2. Please circle the number on the coupon which corresponds to the number 
at the bottom of the advertisement, or New Products Editorial Listing, for 
which you want additional information. (Key numbers for advertised products 
also appear in advertiser's index on the opposite page.) 

3. Paste the coupon on a government post card or place it in an envelope 
and mail to: 

CYCLE, P.O. Box 2904, Clinton, lowa 52732 

4. Your request for information will be forwarded to the appropriate compa- 
nies. Please allow 4 to 6 weeks for them to fill your requests. 
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For information on items circle numbers below. 

1 2 3 4 5 6 y 8 9 10 n #12 #13 «14 
16 17 18 19 20 21 22 23 24 25 26 27 28 29 30 
31 32 33 34 35 36 37 38 39 40 41 42 43 44 45 
46 47 48 49 50 51 52 53 54 55 56 57 58 59 60 
61 62 63 64 65 66 67 68 69 70 71 #72 73 74 «75 
76 77 78 79 80 81 82 83 84 85 86 87 88 89 90 
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DAYTONA 1975 Continued from page 92 


Roberts’ clutch began giving up the ghost 
on lap eight or nine—a crack had developed 
in the back of that part of the housing that 
rotates with the shaft—and the lever could not 
be pulled when the bike was under power, 
nor did it have any effect decelerating. Roberts 
withdrew slowly on lap 16. His pit thought he 
had misread the sign and showed up early 
for gas, so the hoses were hooked up to the 
Number One bike, making things awkward for 
Romero, who was coming in on schedule. The 
situation was finally straightened out, Romero 
was gassed and Roberts’ Yamaha was leaned 
against the wall, done for the day. 

All of which put Teuvo Lansivouri back into 
the lead for three laps, when he pitted. The 
Mystery Defect appeared—the Suzukis where 
stretching their chains. Lansivouri’s had to be 
adjusted, and Steve McLaughlin, who quite 
properly sees himself as the fastest privateer 
in racing, took over the lead on lap 19 and 
held a consistent five second advantage over 
Agostini, then Baker, then Romero until lap 
29. “I don’t exactly know what happened,” 
Steve said after the race. “I was coolin’ it up 
front, goin’ easy. Kept getting signs from my 
pit that said plus five, plus five and a half, 
plus five.” Cool or no, McLaughlin slid to the 
asphalt gracefully in the left-hander that leads 
out onto the banking. “We had trimmed the 
left side of the rear tire because the drive chain 
was getting into the casing. Maybe that was 
it. Maybe I leaned it over too far. Maybe | 
hit a little patch of oil.” Whatever the cause, 
Steve’s TZ-700 skidded up to the retaining wall 





like Maury Wills stealing second base. He 
trotted over to it, banged the clutch lever a 
couple of shots with his hand, climbed aboard 
and fired up. The incident had added 42 
seconds to his lap time, and he dropped to 
fifth—right behind Cecotto, who by then was 
moving on Agostini like a freight train. 

As this is written much mystery continues 
to swirl around the heart-stopping charge of 
Cecotto. In a relatively short time he had 
climbed from dead last through the back- 
markers, and then past Hennen, LaBrie, Larry 
Bleil, Ron Pierce, Dave Aldana, Warren Willing, 
Hirdyuki Kawasaki, and McLaughlin. After the 
second round of gas stops (lap 36) Romero 
had a clear lead that he would never give up, 
Baker was second, Ago third and Cecotto 
fourth. During his rocket-ride through the field 
Johnny had been unofficially clocked at 1:59.7 
sec., which, if true, is like running a rec- 
ord-setting hundred-yard dash through a 
crowded subway car. His unauthenticated time 
was more than four seconds quicker than 
Roberts’ quickest lap in the race (2:04.22). 

Having closed to within striking distance of 
Agostini, Cecotto’s Yamaha already showed 
the strain. Two of his flat-sided chambers blew 
out (his crew had been ready for that with 
yards of Venezuelan baling wire wrapped in 
all directions around the pipes), and even 
before his first pit stop one or two head bolts 
broke, causing the engine to overheat and 
seep water. Cecotto, slowing, continued to gain 
on Agostini. By lap 47 he could see him, right 
in front, and in turn 1 on lap 48 he pounced 
on Giacomo like a fumble. There weren't pipes 
enough, or water, or minutes for Cecotto to 
get Baker, and the race ended with Romero 


a winner; Baker a solid second, 19 seconds 
behind Gene and safely in front of Cecotto, 
although his bike too had cracked some head 
bolts; the blazing Venezuelan third; Ago fourth; 
Warren Willing fifth; McLaughlin sixth; Kawa- 
saki seventh; Ron Pierce eighth with no clutch 
and an engine unable to pull sixth gear; Don 
Castro ninth (he had bounced his chin off the 
gas tank on lap five, knocked himself silly, and 
was unable to see out of his left eye for the 
remainder of the race); and Dave Aldana 
tenth, having been given a gas-bath on one 
of his pit stops and racing on a rear chain 
that nearly dragged the ground. Lansivouri had 
crashed in the dogleg right-hander trying to 
make up time after his chain had to be read- 
justed; Takao Abe had parked his Kawasaki 
with a lunched gearbox; Mick Grant’s Kawasaki 
had done in a crank; Pat Hennen had a flat 
tire; John Long seized; Randy Cleek seized, 
and his teammate Phil McDonald seized lightly 
then watched a connecting rod open an un- 
necessary channel in the crankcases. Pat Evans 
blew a gearbox, and Cliff Carr broke up a 
set of four-into-two pipes. 

Tiger Gene couldn’t have done it better. 
Like a lot of others, Romero’s clutch went 
away after the second gas stop (“I’m not 
sure—I think I abused it”), but it hardly ruffled 
him at all. He was precise for 200 grinding 
miles, safe, controlled and surpassingly rapid, 
and since everything that could have hap- 
pened, did happen, Gene couldn’t lose. He 
said afterwards that he was not the winner 
but only a part of the winning team (Pete and 
Bill Davies and Fritz Huebner prepared his 
bike). Maybe so. But he’s a helluva big part 
of a helluva team. © 





LETTERS Continued from page 8 


Benny Breakfast? 

What kind of big-city, high-brow, so- 
phisticated, mickey mouse rag you guys 
puttin’ out? My one shining moment. My 
hour of glory. The split-second of my 
existence in this universe and what do 
you guys do? You sign my letter in the 
March issue “Leon Lunch.” That's like 
signing the Mona Lisa “Lenny.” Or a 
presidential proclamation ‘‘Gerry.”’ 

My friends are disappointed. Dismayed 
even. Local boy doesn’t make it. Come 
on. The name was Joy. Eugene Joy. Irish 
and German. Third generation. Rides a 
hog. Tall guy, glasses, curly hair. Scar 
on his left wrist. 

Come on, give me a break. 

Danny Dinner 
Cleveland, Ohio 


Due Credit 

I’ve been aware of certain credits given 
to the Honda Motor Corp. that are not 
justifiable. With all due respect to Mr. 
Honda and his company, | would like to 
submit the following that | am taking from 
memory, and if | am incorrect, | would 
expect to be told so. 

1. The stratified combustion chamber 
was designed many years ago, as 
| recall, by a Mr. Ricardo. An Ameri- 
can engineer was in on this and gave 
the patent to Stanford university. 

2. The counter-rotating weight as used 
on the new 1,000cc Honda motorcy- 
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cle to equalize torque reaction was 
used years ago on the German Ford 
V-4 engines as used in the Ford 
Cardinal (German Ford) and the 
SAAB automobile of Sweden. 

3. The under-saddle fuel tank used on 
the Honda 1,000cc was a design used 
by Eric Cheney on his MX motorcy- 
cles. 

As most of us know, many Japanese 
products utilize designs of years ago by 
British and Continental engineers. | find 
this acceptable and enterprising, but 
would like to see credit given where due. 

Andy Aharonian 
West Chester, Pennsylvania 


Indiacati 

| happened to stop by the Anaheim 
motorcycle show in January, and | saw 
what looked to be a Ducati 860, dressed 
up with Indian fiberglass, parked right 
across from the Ducati exhibit. The Indian 
guys told me that Indian 860s would be 
available in this country in the near future 
(in limited quantities). But the Ducati/ 
Berliner people told me that they had an 
exclusive agreement with the Ducati fac- 
tory, and they had no idea what the 860 
Ducati was doing dressed up like an In- 

dian. What gives? 
Marvin Simmonds 
Strap, California 


Hard to tell. We’re as confused as ev- 


erybody else. ZDS Motors, a Berliner 
sub-distributor in Glendale, California, 
called a press conference recently and 
invited us to query Dr. Cosimo Calcagnile, 
Ducati Meccanica’s second-in-command. 
Calcagnile explained that the 860 Indian 
was an exercise constructed by Leo Tar- 
tarini, an Italian Paul Dunstall-type spe- 
cials-builder. Ducati had agreed to sell 
certain components to Tartarini (like en- 
gines), so that Tartarini could market mo- 
torcycles in certain countries. Calcanigle 
went on to explain that Tartarini was most 
emphatically not to sell his Ducati- 
powered products in the United States, 
and if Tartarini’s Ducati-powered bikes 
did show up in the United States, then 
Ducati would be forced to abstain from 
selling him engines. Why? Because Ber- 
liner Motor Corp., according to Berliner, 
Blair and Calcanigle, has an exclusive 
distribution agreement with Ducati Mec- 
canica to market all Ducatis and Ducati 
parts that come into the United States. 
That seemed clear enough to us. How- 
ever, we subsequently contacted Mr. 
Allen Newman of Indian Motor Corp., who 
assured us that, yes, 860 Indians would 
be brought to the United States, and that, 
yes, they would be sold—since Indian had 
an agreement with Leo Tartarini, not with 
Ducati Meccanica. So confusion reigns, 
and will continue to do so until accords 
are reached between Indian Motor Corp., 
Berliner Motor Corp., Ducati Meccanica 
and Leo Tartarini. —ed. 
CYCLE 
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Warning: The Surgeon General Has Determined 
That Cigarette Smoking Is Dangerous toYour Health. 
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easy to look at, easy to own 


-Indian Rider Protection Plan 


Indian provides the owner of any new 1975 motorcycle pur- 
chased after January 1st, 1975, a lifetime warranty against frame 
defects and a six month, unlimited mileage, parts and labor 
warranty for all street legal motorcycles. Provided that the owner, 
purchases the motorcycle from an Authorized Indian Dealer, and 


has it serviced in accordance with the specified warranty mainten-. { 


ance program by an Authorized Indian Dealer. 


z z IA y % : : 
THE INDIAN MOTORCYCLE COMPANY 110 N. Doheny Drive, Beverly Hills, California 90211 + (213) 278-9470 n Sp 
CIRCLE NO. 22 ON READER SERVICE PAGE. iÈ 





